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If a freight locomotive with sixty-three inch drivers receives 
four drops of oil per minute per cylinder while running 
forty miles per hour, it receives one drop of oil every 
fifty-third revolution of the drivers. 


That same engine equipped with the Schlacks System 
of Locomotive Force Feed Lubrication receives an injec- 
tion of oil every revolution of the drivers with a greatly 
reduced total oil consumption per trip. 


LOCOMOTIVE LUBRICATOR COMPANY 


Tower Building Chicago, Illinois 
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The tank mounted 
Chicago Pneumatic 
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3 kw. 125 volt 
Balancer Type 
Arc Welding Set 


Bulletin No. 48940 
describes this 
set. Send for it 


Oscillograph curve, showing electrical conditions in welding circuit of constant energy arc welding equipment. Curve “A” 
shows current-in arc, approximate average value 150 amps. Curve “B” shows voltage across arc, approximate average 
value 15% volts. 


Steady Flow of Metal Assured 
by Efficient and Simple 
G-E Welders 


G-E constant energy arc welding sets practically dispensing with external re- 
are used to assure a steady flow of metal sistance in series with arc, assure high 
into the weld and high operating efficiency. 


efficiency. 
ee One small panel and the set illustrated 


are all the equipment needed for a one- 
man outfit where operator has mask and 
electrode with flexible cable—if 125 volt 
direct current is available. 


A constant flow of metal is assured by 
the inherent automatic regulation of the 
energy in the welding circuit throughout 
the welding range for metal electrodes. 


a ee Consistently perfect wells are being 
The distribution of welding current be- produced in essential war industries by 
tween the two units comprising the set and __ the use of this equipment. 


We are prepared to demonstrate these sets and make good deliveries 


43-88 


General(~)Electric 


General Office Ss Z Schenectady, N.Y. 
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Announcement 


Blas Railway Age was badly delayed last week because of 

a general strike of printing pressmen and assistants in 
practically all the printing plants in New York City. 
The men were out for eight days. Without attempting to dis- 
cuss the causes, it is worthy of mention that because of the 
strike the larger portion of the important business periodicals 
of this country were delayed at a time when they have achiev- 
ed a new importance in American business life and when the 
news contained in them is of more than ordinary importance 
because of its war-time nature. This issue of the Railway 
Age is being made up on the usual schedule but it also may 
be slightly delayed because of the piling up of work ahead of 
it. 


A speaker at a recent convention expressed the psychology 
of compensation most aptly when he said that the scale of 
living is largely a matter of compari- 
A son. A man and his family are in 
Continuous need of a larger income just as soon 
Performance 25 their neighbors have more money to 
spend. This has been the principal 
difficulty of the Railroad Administration in dealing with the 
wages of employees and there is no doubt but that the wage 
commission was thoroughly cognizant of this fact in making 
the recommendations which afterward comprised Order No. 
27. By proposing to make all increases entirely on a per- 
centage basis it was expected to effect a minimum disturbance. 
That this plan was not a complete success is accounted for 
largely by the fact that the relationship had been destroyed 
after the date upon which the rates were based so that it was 
necessary to offer greater inducements to certain classes of 
employees than were provided by Order No. 27 to get them 
to stay in the service. Having once disturbed the balance 
of relative compensation as it had existed in the past, each 
class of employees in turn has presented evidence to show 
that it was the victim of discrimination, and in recognizing 
these inequalities in the successive supplemental orders, new 
inequalities have been introduced which give rise to new 
petitions for relief. Now come the brotherhoods with 
petitions for what they want. Whatever the terms of their 
present grievance there is no question but that the underlying 
cause for complaint is not so much a matter of the relation 
between their wages and the increased cost of living as it is 
that the advances accorded to other classes of railway em- 
ployees have tended to destroy the prestige which they have 
enjoyed as a favored class. The end is not yet. 


Fuel economy is not only a necessity at this time but it is 
vital to the success of this country and our Allies in winning 
: the war. The railroads are awakening 
Locating and to the important part that they have to 
Strengthening play in the conservation program. 
Weak Spots Many officers and men who did not 
realize that they were important factors 

in the situation are giving the problem thoughtful considera- 
tion with excellent results. The enginemen can hardly be 
expected to put forth very great efforts if they do not see a 
disposition on the part of the management and the various 


departments to back them up in any efforts that they may 
make. On the other hand, the engine crew is a very impor- 
tant factor in the situation so far as fuel economy on the 
engine itself is concerned. The draft and other causes have 
made it necessary to break in many new men. Under the 
most favorable conditions there is very wide variation in the 
performance of different crews on even one division. Some 
men are better trained for their work, have a higher con- 
ception of their duty, or are naturally better adapted for 
their work than are others. These men do not need very 
much. attention; they will respond generously to an appeal 
such as is being made to them at the present time. Other men 
consistently make poor records and their standard of perform- 
ance is low. The quickest results can be obtained by 
locating these men and concentrating efforts upon them. 
This is not such a very difficult problem even on roads 
where little attention is given to individual fuel performance. 
The important thing is to so organize the supervision and 
place such checks upon the individual performance that 
those who are making the poorest performance may be 
quickly located and coached so that they can at least be 
brought up to the present average performance. 


There will not be much difficulty about dividing the credit 
for the excellent showing made by the railway men of this 
country during the Fourth Liberty 


The Loan campaign. The results obtained 
Fourth Liberty were so excellent that there is honor 
Loan and credit enough for everybody and 


perhaps still some to spare. Credit is. 
due to the director general for the easy terms of payment he 
allowed, to the regional directors and officers who directed the 
campaigns in their regions or on their roads, to the com- 
mittee chairman and members who signed up the subscrip- 
tions, and to the subscribers who came across so splendidly 
and helped raise the 100 per cent honor flags on so many 
railroads. The Railway Age doubts if there is any other 
industry which achieved as good results as the railways. The 
railwaymen subscribed for a total of about $170,000,000 in 
bonds through their railroads. The total of $106,000,000 
made in the Third Loan was not doubled as many had hoped’ 
it would be, but when one considers the intensive campaign 
that was made in the Third Loan an increase of 60 per cent 
is something to feel proud of. The figures that appeal most, 
however, are the high proportion of subscribers and the high 
average amount subscribed. There are few other companies 
in any industry that can show 91,000 employees with every 
employee subscribing an average of $106, as on the New 
York Central; every one of 22,162 employees subscribing on 
the average $112 each as on the Lackawanna; or every one of 
25,110 employees subscribing $111 each on the average as on 
the Lehigh Valley. We would like to know how many other 
companies of any kind in this country can show such records 
as the Wheeling & Lake Erie, every one of 5,745 employees 
subscribing for an average of $140 each, the Grand Rapids & 
Indiana with every one of 2,922 employees subscribing for an 
average of $141 each, the Lehigh & Hudson River with 750 
employees reaching $150 each, and so on through a long list 
of roads. The drive was made for 100 per cent subscribers 
and subscriptions in 100 per cent amounts. It achieved 
both. 
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Efficiency of Freight Train Operatioh 


T# STATISTICS of freight train operation since goverti<*}%, 


ment control was adopted afford material for an in- 
teresting study, Government control was adopted largely, 
if not mainly, to increase efficieney of freight train opera- 
tion. The proponents of government operation are making 
a strong effort to convince the public that this has been not 
merely accomplished, but accomplished to such a striking 
degree as to justify basing upon it arguments in favor of 
permanent government management. 

Some of the statistics seem to support this view. Some 
of them seem to indicate a marked decline of efficiency. 
When it is possible to take part of the statistics bearing 
upon a subject, and apparently prove one thing with them, 
and to take others and apparently prove the opposite, either 
there is something wrong with the statistics, or in order 
intelligently to understand and interpret them it is necessary 
to ascertain carefully and give full weight to the conditions 
which have affected the operations whose results the statis- 
tics are supposed to reflect. There is nothing wrong with 
the statistics in this case. The explanation of their apparent 
inconsistency is to be found mainly in the changes in the 
conditions under which the railways are operated which 
have occurred since last year. 

The statistics regarding freight operations in July, 1918, 
which are the latest available, illustrate this fact as well 
as any. They show in the first place, that the total ton- 
miles in that month were almost exactly the same as in July, 
1917. They also show that the railways had more cars and 
locomotives than in July, 1917, and that therefore, ton- 
miles per car and per locomotive were less than a year ago. 
This would seem to indicate a decline of efficiency. But 
it does not necessarily for these reasons, among others: 

First, the policy of the Railroad Administration is to send 
traffic as much as possible over the shortest available routes. 
This tends to reduce the average distance each ton is hauled. 
Therefore, the fact that ton miles were stationary may have 
been due, not to the fact that the tonnage hauled was sta- 
tionary, but to a reduction of the length of the average haul. 
Now, this apparently was what it was due to. All the 
figures available indicate that there was a reduction in the 
average haul and some increase in the total tonnage handled. 

Second, the statistics regarding the number of cars and 
locomotives, especially the number of cars, in service as com- 
pared with last year, are misleading. They indicate, for 
example, that there were 94,000 more freight cars in service 
in July, 1918, than in July, 1917. But there were not. 
Most of this apparent increase is due to the fact that the 
roads are now being required to report as in service many 
cars they were not so reporting last year. If the statistics 
were compiled on exactly the same basis as last year, they 
would show little or no increase in cars in service and might 
show an actual reduction. 

Again the statistics show an increase of the percentage 
of empty car mileage to total car mileage. It was confi- 
dently expected in some quarters that unified operation would 
reduce empty car mileage. Why has it increased? Largely 
because of the reduction of the production and consumption 
of so-called non-essential commodities. ‘The non-essentials 
are largely articles which are made in the East and shipped 
westward. The essentials are in the main, especially since 
we are shipping such vast quantities of supplies to Europe, 
things that move eastward. Because of the reduction of 
the non-essentials handled and the increase of the essentials 
handled, the preponderance of the westbound over the east- 
bound movement has grown extremely large on many lines, 
making it necessary to send an increased number of cars 
westward, empty. During recent months, for example, there 
were accumulated on the western lines approximately 60,000 
cars to handle the grain crop. Most of these had to be sent 
west empty. 
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The statistics show an increase of 39 tons in the average 
train load. This is being held up as vindicating the policy 
f the Railroad Administration in loading cars and trains 
to capacity. The uninitiated might be led to conclude that 
it was not James J. Hill, but the Railroad Administration 
that first exploited the “tonnage” system. As a matter of 
fact the increase in tons per train in July, 1918, over July, 
1917, was just about the same as in the year 1917 over 
1916 and in the year 1916 over 1915. While in past years 
the increase in tons per train was due mainly to increase 
in the number of cars per train, for which the railroad man- 
agements deserved the credit, the increase in the average 
tons per train this year has been entirely due to an increase 
in the average loading per car, for which shippers deserve 
some credit. In July, 1917, the average number of cars 
per train was 37.7, while in July, 1918, it was only 36.9. 
On the other hand, in July, 1917, the average tons per 
loaded car was 27.3, while in July, 1918, it was 30.1. Now, 
it is obvious to anybody who looks beneath the surface that 
this increase in the average carload, and the consequent in- 
crease in the average trainload, are largely due to the same 
cause as the increase in empty car mileage, viz., to the change 
in the relative amounts of non-essential and essential traffic 
handled. The so-called non-essentials are usually manu- 
factured articles which move in small carloads, while most 
of the essentials, such as coal, ore, lumber and grain, move 
in large carloads. Therefore anything which increases 
the relative amount of essential traffic handled will auto- 
matically increase the average carload and trainload. 

The statistics show an increase of 27,300, or 19 per cent, 
in the number of freight cars in or awaiting shop. This 
would seem to indicate that freight cars had been allowed 
seriously to deteriorate. Undoubtedly there has been de- 
terioration. The number of new cars delivered this year 
has been far below the number normally required for re- 
placements. Furthermore, until adequate increases were 
made in the wages of shopmen, the railways were so short 
of shop employees that there was a large increase in cars 
needing repairs. But the situation is not so bad compared 
with last year as the figures seem to indicate. As already 
noted, the roads are now being required to report as “in 
service” many cars they did not formerly so report. Now, 
many of these cars which formerly were not reported were 
really in bad order, and of course, when they began to be 
reported the bad order figures began to grow rapidly. Recent 
orders will cause many of these cars to be scrapped which 
will have exactly the opposite effect on the statistics. 

Again, statistics indicate that there has been a decline in 
miles per car per day from 27.9 in July, 1917, to 26.5 in 
July, 1918, or 5 per cent. It was confidently assumed by 
the strong believers in unified operation that it would in- 
crease this figure. Why, in spite of unified operation, has 
it been reduced? Partly because, as already shown, there 
has been an increase of the number of bad order cars re- 
ported as in service. Partly because the railways accumu- 
lated a large number of cars in the west, and held them 
there to move the grain crop. Partly because of the decrease 
of other traffic as compared with coal traffic, cars handling 
coal making on the average less miles per day than most 
other cars. 

On the whole, in spite of the fact that there has been no 
such increase in the total traffic handled as there was in 
1916 and 1917, it is clear there has been at least a normal 
increase in the efficiency of freight train operation. The 
evidence of this increase of efficiency is that the traffic is 
being handled with much less delays and congestion than 
last year at this time. Anybody who attempts to show, how- 
ever, that the increase of efficiency is due to government opera- 
tion, or unification, or that it is as great as has been for 
years predicted would result from government operation, 
will have a hard job on his hands. Director General Mc- 
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Adoo has kept able and experienced men trained and de- 
veloped under private management in charge of operation. 
In the main, they have acted on the same principles and 
used the same methods they did under private management. 
Such new methods as they have used with good effect have 
been chiefly methods which they fully understood and would 
gladly have used ‘under private operation, but which foolish 
laws, for which the government itself was responsible, for- 
bade them to use. Under private management of the rail- 
roads, the government made the most efficient practicable 
operation impossible by overwhelming the roads with pref- 
erence and priority orders and refusing to let them pool their 
earnings, traffic and facilities. The government itself has 
set aside its own preference and priority orders; it is ignor- 
ing its own laws prohibiting co-operation between the rail- 
ways; and it is using methods and brains developed under 
private management. There is no apparent reason for 
doubting that equally good results could and would have 
been obtained under private management if the shackles 
imposed by the government on the railroads had been broken. 

In other words, the results argue eloquently against the 
folly and injustice the government showed in dealing with 
the railways under private operation rather than in favor 
of permanent government operation. The most important 
thing the government has done thus far is to remove the 
obstacles to good railroading which it had itself set up; 
and, these obstacles out of the way, the able railroad men 
in its service have got increased efficiency—just as they got 
increased efficiency year by year under private management 
in spite of government interference. 


The Short Line Railroad Contract 


HE RAILROAD ADMINISTRATION has offered the short 
lines a form of contract under which some 600 
or 700 small railroads are to be restored in a sense to 
federal control, from which they were relinquished just 
before July 1, but will not be “unified” or ‘‘scrambled” into 
the government railroad system. They will not be paid any 
compensation but they will be given a considerable degree of 
protection against the Conditions which have placed many of 
them in such an unfortunate plight since the plan of govern- 
ment control was adopted. While the contract is said not to 
be as liberal as desired, it has been accepted by the committee 
of the American Short Line Railroad Association and will 
probably be accepted by the individual companies. 

The contract provides that the short lines are to remain 
under the direction and management of their owners and 
shall be entitled to all the revenues and responsible for all 
the expenses and obligations of operation; but provision is 
made for a fair division of joint rates and there is a guar- 
antee of the same proportion of competitive traffic as was 
enjoyed on the average for the three years ending December 
31, 1917. The short lines are to receive an equitable allotment 
of cars (and where feasible of motive power), a reclaim of 
two days’ per diem on cars for roads not more than 100 miles 
long; they are to have as far as practicable the benefit of the 
purchasing agencies of the director general in the purchase 
of materials and supplies, and of government prices; and may 
have car and locomotive repairs made at the shops of con- 
necting lines upon the same terms as they enjoyed before 
federal control. 

Director General McAdoo, in discussing the short line 
question before a congressional committee, said he thought 
the short lines would find the government at least as benevo- 
lent a master as the trunk lines had been. As his organiza- 
tion consists mainly of former officers of the trunk lines, 
the short line owners have felt heretofore that they 
have had very little change in masters, except that the latter 
are now more powerful than before; and certainly the con- 
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dition of many of the short lines since the first of the year 
has been much worse than it was before. The short lines 
have been regarded by the Railroad Administration as a 
liability rather than as an asset; in fact, John Barton Payne, 
general counsel of the administration, gave the House Com- 
mittee an estimate that their operation would result in a 
deficit for 1918 of over $20,000,000, exclusive of any com- 
pensation, and this undoubtedly represented one of the 
reasons why the Railroad Administration did not care to take 
them over. Another reason was that some of the short: lines 
undoubtedly made unreasonable demands for. compensation 
and it was much easier to deal with a road that was desired 
after it had been relinquished or when it was possible to 
threaten it with relinquishment. 

One of the most unfortunate features of the short line sit- 
uation heretofore has been the uncertainty in which these 
roads have been left. Although served with the same notice 
that they had been taken over that the larger roads received, 
and with the earlier orders and notices of the director general 
giving them instructions of various kinds, which most of 
them obeyed, particularly as there was a legal penalty pro- 
vided for failure to do so, many roads were dumfounded to 
be told later that they had not been taken over and that no 
jurisdiction had been exercised over them. There has al- 
ways been the greatest uncertainty as to which roads were 
regarded as taken over and which not; and not knowing 
whether they were to receive any guarantee of compensation, 
many roads naturally fell into great difficulties in handling 
their financial matters with their local banks, particularly 
when a large proportion of their traffic was in many cases 
diverted to the government controlled lines, after the right 
of the shipper to route his freight had been abolished. 

The wage question also brought difficulties. The short 
lines as well as other roads were directed to bulletin the_di- 
rector general’s circular practically promising an increase in 
wages for the employees, yet when the wage order was is- 
sued it applied only to a list of the larger roads which had 
been definitely taken over. The short lines had generally to 
meet the government scale of wages in order to retain their 
employees and they will continue to have to do so, in most 
cases, although they have neither the backing of the federal 
treasury nor the control over rates which made it possible 
for the director general to advance wages before earning the 
necessary money. 

In the matter of priority in orders for materials and sup- 
plies the short lines not taken over have been discriminated 
against. Railroads under federal control were given a. rat- 
ing of Class A-4, but the roads not under government control 
were placed in Class B-1. Under the government contract 
the short lines will presumably be given the same priority 
rating as the other roads. ‘They had already been given the 
renefit of the higher rates for freight and passenger: service 
as an offset to their increased expenses and under federal 
control they will doubtless be protected in these against. any 
possible action of the state commissions. They will be as- 
sured their former proportion of competitive traffic and with 
the increased volume of business and the higher rates many 
of them ought to do very well—in fact the better situated of 
the short lines may fare better under such an arrangement than 
if their earnings were pooled and they were left dependent 
upon a guarantee. It is understood that the plan for guaran- 
teeing the proportion of competitive traffic is retroactive to 
July 1, and that the roads will be compensated for any diver- 
sion of traffic. 

Some of these lines probably ought never to have been 
built and in cases where their condition is such that they 
could not hope to be profitable on any reasonable basis it is 
probable that arrangements may be made for their being torn - 
up and scrapped; and the present prices for scrap materials 
are such that some companies could sell their property prob- 
ably for more than it cost them originally. 
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We Had Taoduzht of Tnoat 


Cuicaco. 
To THE EpIror: 

I have read the editorial in your issue of October 18 en- 
titled “Is This Necessary to Winning the War?” Don’t you 
think it a little mean to suggest motives that apparently 
stand out so plainly in the circulars you criticize when an- 
other motive less plainly outstanding may be in reality the 
inspiring cause of the objectionable document? You know 
there is to be an election after a bit. 

QUERIST. 


Replacements in Kind 


St. Paut, Minn. 
To THE EpIror: 


I have read with interest the article by Owen Ely in the 
Railway Age of September 20, regarding the inadequacy of 
the present depreciation accounts. Mr. Ely’s statement, how- 
ever, that the standard of “replacement in kind” was adopted 


by the Interstate Commerce Commission in relation to addi-° 


tions and betterments, is hardly in accordance with our under- 
standing. 

It is true that from 1907 to July 1, 1914, (the beginning of 
federal control), the basis mentioned by Mr. Ely was that 
required by the accounting classification of the commission. 
Effective July 1, 1914, however, that basis was changed, and 
the present basis of writing into the accounts, the value of 
the new unit of property and writing out of the accounts the 
original or ledger value of the unit replaced has been in 
effect. The quotations below from the “Classification of In- 
vestment in Road and Equipment” bring this out very clearly. 


“7. Property Retired and Replaced.—When a unit of property other 
than land or equipment—such as a section of road, side or yard track, 
shop or power plant machine, building, or other structure, is retired from 
service and replaced with property of like purpose, the ledger value of 
the retired property shall be credited to the appropriate accounts of this 
classification at the time that the property is retired from service.” 

* + * * * 


“If, however, the property retired and replaced with property of like 
purpose is of minor importance, such as a small roadway building or 
other small structure, and is replaced in kind without betterment, the 
cost of the replacement shall be charged to operating expense accounts, 
and no adjustment made in the road and equipment accounts.” 

* * ao * + 

“When the renewals to be made to an important building or other 
structure will constitute the major portion of its value when renewed, 
the property, when taken out of service, shall be considered as retired 
and accounted for as provided above, and for the purposes of this clas- 
sification the renewed property shall be considered as an addition, and 
the appraised cost thereof shall be included in the accounts of this clas- 
sification, consideration being given to the second hand portions remain- 
ing therein. In no case shall the charge for the renewed property ex- 
ceed the cost (at current market prices of labor and material) of new 
property of equal capacity and equal expectation of life in service, less 
a suitable allowance on account of the second hand parts remaining 
therein.” 


The only cases where the “replacement in kind” theory is 
now applied is in cases of minor replacements as mentioned 
above, and in the case of betterments as covered by the 
further quotation from the classification given below. 


“Betterments and improvements of existing facilities through the sub- 
stitution of superior parts for inferior parts retired, such as the substi- 
tution of steel-tired wheels for cast wheels under. equipment, the appli- 
cation of heavier rail in tracks, and the strengthening of bridges by the 
substitution of heavier members. The cost chargeable to the accotnts of 
this classification is the excess cost of new parts over the cost at current 
prices of new parts of the kind retired. 

D. J. Kerr, 


Corporate Engineer, Great Northern. 
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Tractive Effort of Mallet Locomotives 


‘ TENNESSEE. 
To THE EpITor: 


There are in use at least three different formulae for 
calculating the tractive effort of four-cylinder compound 
locomotives, each of which, when applied, gives a different 
result from the others. In the present practice of shifting 
power from one road to another, with a rental charge of one 
mill per pound of tractive effort per day, it is evident that 
the rental instead of being based on the power of the locomo- 
tive, as is intended, is dependent on the formula which is 
used in calculating the tractive effort. Also in comparing 
published locomotive data the tractive force as shown may 
be misleading, not only when comparing Mallets, but when 
comparing Mallets with simple engines. 

The three formulae which are being used for Mallet com- 
pound locomotives are: 
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in all of these formulae: 


tractive effort 
boiler pressure 
diameter of low pressure cylinders 
diameter of high pressure cylinders 
stroke of piston 
diameter of driving wheels 
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C = constant, dependent upon cylinder volume ratio and cut-off. 


Formula (1) is based on the assumption that equal work 
or power is developed in the high and low pressure cylinders; 
also that the total m. e. p. is 0.85 of the boiler pressure. This 
formula is a development of the well known formula used for 
simple locomotives and when used the results are comparable 
with the tractive effort of simple engines. The writer has 
always used this formula and has found it to agree very 
closely with the actual results obtained in service. 

Formula (2) is also based on the assumption that equal 
power is developed in the high and low pressure cylinders. 
The ratio R of the cylinder volumes is taken care of in the 
constant C, but an analysis of the value used for C, which 
varies from about 0.500 to 0.575, develops that a much high- 
er m. e. p. has been assumed than is used in formula (1) or 
in simple locomotives. There does not appear to be any 
justification of the assumption that the m. e. p. should be 
higher than for simple engines, and certainly not if the 
tractive effort is to be used as a measure of comparison. 

Formula (3) is based on the assumption that the m. e. p. 
for the high pressure cylinder is 2/3 of the boiler pressure 
and the m. e. p. for the low pressure cylinder is 1/4 of the 
boiler pressure, the ratio of cylinder volumes not being con- 
sidered. 

An illustration of the application of formulae (1) and (2) 
to the heavy Mallet type locomotive described in the Railway 
Age of October 18, shows that the tractive effort by formula 
(1) is 135,200 lb., whereas by formula (2) it is 147,200 lb. 
The ratio of cylinder volumes is 2.56 and for 85 per cent 
cut-off in the high pressure cylinder the value of C is 0.526. 
To get 147,200 lb. tractive effort from these engines would 
require the assumption of a total m. e. p. of 92.5 per cent of 
the boiler pressure. 

The writer desires to bring this to the attention of those 
interested through your columns, in the interest of uniformity, 
personally favoring the general adoption of formula (1). 

W. S. M. 









A Change in the Express Contract Suggested 


Interstate Commerce Commission at Request of Director 


General Reports on Increase of Rates 


Director General McAdoo’s request for data and recom- 

mendations regarding the proposed increase in express 
rates with a suggestion that the amount which the express 
company declares it needs in additional revenue to pay in- 
creased wages might be obtained by a modification of its, 
contract with the director general, reducing the percentage 
of express revenue paid to the director general for express 
privileges, or that the rates be increased by one-half the 
amount proposed, permitting all the revenue to accrue to the 
express company without giving an approximately equal 
amount to the railroads. The first of these suggestions was 
urged by counsel for the state commissioners at the recent 
hearing before the commission and in telegrams received from 
about 20 of the state commissions since the hearing, who pro- 
posed that the percentage of gross express revenues paid to the 
director general be reduced from 50.25 to 45.25. 

In the opinion, which is by Commissioner Clark, the 
commission. says the suggestion merits careful consideration 
if the financial condition admits of the possibility of adopt- 
ing it and that the present basis of compensation of the 
railroads for express service is certainly not scientific; but 
the commission concludes that unless one of these suggestions 
be adopted the allocation of the increase proposed by the 
express company is proper and preferable to any other 
method that has been suggested. 

The method proposed by the express company contemplat- 
ed an increase of approximately $23,679,000 in the gross 
express revenue by increasing the express rate schedules in 
zone one and between zone one and the other four zones, 
three scales on the first two classes and 10 cents per 100 
pounds in commodity rates, and in and between the other 
four zones two scales on the first classes and 10 cents per 100 
pounds in commodity rates. The commission was asked 
by the director general to advise him whether this method 
would produce the required amount and, if not, what basis 
of increase would; whether the proposed method is proper 
or if a different method of procuring the increase ought to 
be adopted; what should be the amount of the increase. 
Of the amount stated $11,780,303, or 49.75 per cent., would 
be retained by the express company, while the remaining 
$11,898.697, or 50.25 per cent. under the existing contract, 
would be paid to the director general for express privileges. 
The sum which would be retain.d by the express company 
was said by the director general to be required to meet wage 
increases that will have to be made in the near future and 
that cannot be provided for out of the present revenues, 
which already reveal an operating deficit. After discussing 
the effects of the proposed method, Commissioner Clark says 
in part: 

It seems to be established that under the method of in- 
crease here proposed the greater increase in rate would be 
applied in the territory of lowest rates, of greatest cost of 
operation, and of greatest increase in those costs. The 
method would involve a departure from the original zone 
relationship established by us, but that departure seems, un- 
der the circumstances here presented, to be justified. As 
to the method of making the increase on the relative zone 
basis suggested, it must be borne in mind that the 
proposal here made is an emergency measure and that the 
need for prompt action, stressed by the director general in 
view of the deficit confronting the express company, to 
which reference has already been made, will not permit of 
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the extended investigations necessary to the working out, 
experimentally, of other possible forms of increase. At the 
hearing but two other plans were suggested as preferable to 
that advanced by the express company: (1) A straight per- 
centage increase, and (2) modification of the contract be- 
tween the express company and the director general, presently 
to be referred to. It is stated of record that under one plan 
thought of by the express company six months would be 
required to rework its tariffs. Here the tariff work is com- 
paratively simple and will be rendered correspondingly 
simple in changing back to the lower basis if and when, 
as the express company hopes will come to pass in the not 
distant future, conditions will warrant taking off the in- 
crease. Contrasted with a straight percentage increase, even 
on a basis that would, like the proposed method, place the 
greater increase in the zone of greatest costs, it is preferable, 
in view of the nature of the demand now made upon the 
shipping public to meet a war emergency, to distribute the 
increase in the same amount to all shippers in the same 
zone, regardless of the length of haul, rather than to dis- 
tribute it in varying amounts, according to the length of 
haul and the volume of rate. 

It was strongly urged by counsel for state commissions at 
the hearing, and in telegrams received from about 20 of the 
state commissions since the hearing, that the desired increase 
in express revenue could, and more properly should, be pro- 
cured by a modification ‘of the express company’s contract 
with the director general reducing the percentage of gross ex- 
press revenues paid to the director general for express priv- 
ileges from 50.25 to 45.25. In support of this suggestior 
itis said that, relatively, the approximately twelve millions 
of dollars now sought by the express company would con- 
stitute but an inconsiderable deduction! from the recent in- 
crease in freight revenues, while at the same time it would 
adequately meet the present needs of the express company for 
additional revenue. It is conceded by the express company 
that such a modification of the contract would yield approxi- 
mately the required amount, and it would be acceptable to 
the express company if the needed revenue should be pre- 
vided in that way. ; : 

We have no data upon which to base an opinion as to 
whether or not 45.25 per cent. of the gross revenue from the 
express business would be remunerative for the service per- 
formed by the railroads. If it would be properly remuner-- 
ative and the revenues from operation of the railroads will 
permit being drawn upon for the additional sum that would 
accrue to the express company under such a modification 
of the contract, it must be assumed that the burden of in- 
creased rates will not be laid upon the public. The sug- 
gestion merits careful consideration if the financial condition 
admits of the possibility of adopting it. 

No question of needed additional revenue for the railroads 
has been presented or suggested here. It seems appropriate 
to point out that for the purpose of securing some twelve 
million dollars of needed additional revenue for. the express 
company the proposed increased express rates will yield an 
additional total revenue of some twenty-four million dollars. 
Increasing the rates by one-half of the extent proposed would 
if the entire revenue from the increase accrued to the express 
company, secure the additional revenue which it needs. Con- 
tracts between express companies and railroads have long 
provided, as does the one between the express company and 
the director general, that the compensation of the railroad 
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shall be a certain percentage of the gross revenue of the 
express company. It results from this that it is impossible 
to reduce the rates of the express company without taking 
money from the railroad company and impossible to in- 
crease the rates of the express company without giving ad- 
ditional revenue to the railroad company. This basis of 
compensation is certainly not scientific, and under it the ex- 
press company does not pay the railroad company for the 
service which the railroad performs upon any demonstrably 
appropriate basis. 

The railroads have been and are compensated by the 
United States government for transporting the mails on 
the basis of the weight carried or of the space occupied 
in the cars or trains. A similar basis of charges by the 
railroad company to the express company would, we think, 
be preferable to the basis now and heretofore employed, 
and would obviate the embarassments and inequities to 
which we have referred as growing out of the past and 
present basis of contract. The question of a different basis 
of compensation from the express company to the railroads 
is well worthy of study. 

All things considered, we conclude that unless the sug- 
gestion to privide the needed revenue for the express com- 
pany through a modification of its contract with the director 
general, or the suggestion to increase the rates by one-half 
the amount proposed and permit all the revenue therefrom to 
accrue to the express company, is adopted, the allocation of 
the increase proposed by the express company is proper and 
is preferable to any other method that has been suggested. 

No view as to jurisdiction of the initiation of the proposed 
rates has been requested or considered, and no opinion on that 
point is expressed. 


Navy Guns Mounted on Railway Cars 


ECRETARY OF THE NAVY DANIELS has authorized the 
S following statement regarding the use of the heavy 
naval guns mounted on railway cars: 

Press despatches from France detailing the destruction 
wrought back of the German lines by huge naval guns op- 
erating with the French and American forces make it possi- 
ble now to disclose some particulars of these guns and how 
they were built, which has been a jealously guarded secret. 

These guns were originally intended for the new battle 
cruisers, but a change in the design of the cruisers left the 
guns available for other use, and as there was in the navy no 
immediate need for them afloat, Rear Admiral Ralph Earle, 
chief of the Navy Bureau of Ordnance recommended that 
they be placed on railway mountings for land service with the 
armies in France. He felt that if these guns could be placed 
upon railway mountings that would make them readily mobile 
like the British and French naval guns of smaller caliber, 
they would prove a valuable adjunct to our forces overseas. 
He was directed to proceed with the design and construction. 

The American naval guns throw a heavier projectile and 
have a greater muzzle velocity than any previously placed on 
a mobile shore mounting. From the first it was seen that in 
order to make the project successful, the railway battery 
must be made completely mobile, so that it might operate 
without being based at any one particular spot. For this 
reason, it was necessary to provide not only the railway cars 
mounting the guns, but also locomotives and cars sufficient to 
accommodate all the operating personnel of the expedition, 
together with the ammunition, repair shops, cranes, stores 
and miscellaneous material. 

The final plans and specifications which were prepared 
at the naval gun factory, Washington, under immediate 
supervision of the bureau, by Captain A. L. Willard, Com- 
mander Harvey Delano and the bureau’s designing drafts- 
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man, G. A. Chadwick, were completed in less than 30 work- 
ing days, being ready for submission to the bidders about 
January 25, 1918. Large mounts were to be built, capable 
of taking these big caliber guns, each mount with its acces- 
sories to be operated as an independent train. The equip- 
ment included locomotives, gun cars, ammunition cars, crane 
cars, construction, sand, timber, berthing and kitchen, fuel, 
workshop, and staff radio cars, cars for officers, battery head- 
quarters and miscellaneous purpose cars. ‘The locomotives 
built for this purpose were of the standard Consolidation 
type. The weight of the engine alone is approximately 83 
tons and the weight of the tender approximately 56 tons. 

A form of pit foundation is provided to enable the guns to 
be fired at high angles of elevation. The removal of the gun 
from over the pit formation and its restoration to complete 
mobility is but the work of a few minutes. The entire mount 
is covered with armor plate, 1,600 square feet of plate being 
required. By shifting the position of the gun-mount on the 
tracks the gun can be brought to bear on any desired target 
and the proper angle of train obtained. When the first gun 
car was completed last April, gun and mount were put 
through the severest tests and showed accurate fire at much 
further ranges than had ever before been possible with pro- 
jectiles of such large size. There was then only one proving 
ground in the United States, that at Sandy Hook, N. J., 
owned by the war department, capable of permitting ranging 
at extreme distances, and this was, on request of Secretary 
Daniels, utilized for the proving tests. 

The car equipment is unusually complete. One car is a 
complete machine shop, with every facility for repairs, with 
blacksmith forge and anvil, lathes, shapers, grinders, and 
drill presses. Ammunition cars are heavily armor plated. 
The kitchen cars have complete cooking and serving 
apparatus; the berthing cars have folding bunks for the men, 
and other cars carry complete sets of spare parts. 

Every effort was made to secure rapid construction, work 
being begun the day the contracts were awarded. The 
Baldwin Locomotive Works built the engines and the Stand- 
ard Steel Car Company, the box cars. The huge steel girders 
were fabricated by the American Bridge Company, some of 
the plates being so large they could not be produced at its 
Pencoyd works, and had to be manufactured in Pittsburgh. 
Work at all these plants proceeded night and day and the 
material and completed mounts and cars were produced in 
record time. Many of the important parts of the gun mounts 
were made at the naval gun factory, Washington, which 
worked under forced draft and had its part of the work done 
ahead of schedule, as did the other builders. 

The first gun, mounted complete, left the Baldwin shops on 
April 25, 1918, in charge of Captain T. A. Kearney, 
assistant chief, Bureau of Ordnance, and Lieutenant Com- 
mander L. B. Bye, also of the Bureau, for the army proving 
ground at Sandy Hook, where the tests were made in the 
presence of officers of the army and navy and of the Allied 
governments. These guns are all manned and operated by 
officers and men of the U. S. Navy, under the command of 
Rear Admiral Charles P. Plunkett, former director of the 
Office of Gunnery Exercises and Engineering Performances. 

As soon as the manufacture of the material was well under 
way, the task of assembling and training personnel for the 
epedition was begun. Rear Admiral Plunkett was placed 
in charge of the expedition, and under his direction the force 
of officers and men necessary was built up. ‘The officers 
were drawn both from the regular navy and naval reserves, 
and the men, for the most part, were taken from the Great 
Lakes Training Station, Chicago. 

The training of the men was carried on intensively and in 
a manner calculated to secure a thoroughly efficient force. 
The men responsible for the work of erection and operation 
of these mounts in France were trained by employing them 
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as inspectors at the various plants actually manufacturing the 
material for the project, so they became thoroughly familiar 
with every part and with the method of fabrication. The 
men serving the guns in action were trained at the naval 
proving ground in the proper method of handling the heavy 
projectiles and powder charges, as well as in the actual firing 
of the gun. Others were given training at the army proving 
ground at Sandy Hook, in the installation of the pit founda- 
tion; also in practical work in track laying, track repairing, 
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and other essentials of railroading that are necessary in the 
operation of the guns. 

The first party of officers and men for this expeditionary 
force arrived in France June 9; the first shipment of mate- 
rial left the United States on June 20, and the entire 
organization was completed and ready to move to the battle 
front in France late in August. This battery was in action 
at the front for the first time on September 16, and has 
continued in active operation since that date. 


Interstate Commerce Commission Asserts Itself 


Holds Railroad Control Act Has Not Deprived It of Authority 
to Decide on Relations of Rates 


HE INTERSTATE COMMERCE COMMISSION and the Rail- 

A road Administration have had their first open clash of 

authority in a rate case and the commission has over- 

ruled the contentions of the director general’s legal depart- 
ment. 

The commission on October 24 issued its decision in the 
case of the Willamette Valley Lumbermen’s Association v. 
Southern Pacific Company, et al., ordering an equalization of 
the rates on lumber and forest products from points in the 
Willamette Valley in Oregon to various points in Montana, 
Wyoming, North Dakota, South Dakota, Nebraska, Minne- 
sota, Wisconsin and Michigan, and Manitoba and Saskatche- 
wan, with the rates from the coast group, including Portland, 
Ore., to the same destinations, on the basis of the coast rates. 
Incidentally, the commission denied the contention of rep- 
resentatives of the railroads and of the Railroad Administra- 
tion that the rates which were increased 25 per cent by the 
director general’s General Order No. 28 are presumed to be 
right in themselves and in their relation to each other and 
that they cannot be changed without an affirmative showing 
that they are wrong. 

This is the first case in which the commission has had 
occasion to review rates increased by the director general’s 
order and the opinion, by Commissioner McChord, decides an 
interesting question raised as to the comparative authority of 
the commission as conferred by the interstate commerce act 
and of the director general as conferred by the federal control 
law, holding that while the facts as to the amount of revenue 
needed by the government to operate the railroads for war 
purposes are with the director general, it is the function of the 
commission to deal with questions of the reasonableness and 
justness of rates as affected by their relationships. 

The complaint of the Willamette Valley Lumbermen’s 
Association, asking for an equalization of rates with West- 
ern Oregon was filed with the commission on March 6, 1917. 
The Department of Agriculture also intervened and filed a 
brief in support of the complaint. The evidence was heard 
and the tentative report of the commission’s examiner was 
served on April 9, 1918, and the case was set for argument on 
June 15, 1918, but on June 5 the hearing was cancelled by 
the commission in order that the director general, who had 


‘announced a general increase in freight rates in General Order 


No. 28 might be made a party defendant. Neither the com- 
plainant nor the director general submitted any additional 
evidence. The complainants took the position that the rela- 
tionship complained of still existed in aggravated form 
because of the increase of 25 per cent in both groups of rates, 
while an answer was filed on behalf of the director general 
Stating that the rates in force and complained of were 
established in accordance with the general order, that the 
public interest required a general advance in freight rates 


and that the alleged unlawfulness of the rates complained of 
is to be determined alone by the provisions of the federal 
control act. ‘The answer also contained a denial that the 
rates as now in force are in violation of the provisions of 
that act. The argument was held at Washington on October 
3 and in addition to the counsel for the individual railroads 
concerned, R. Walton Moore and B. W. Scandrett appeared 
for the director general of railroads. Their arguments Com- 
missioner McChord in his opinion has condensed into the 
following main contentions: 

1. That the words “just and reasonable” used in the con- 
trol act, have meanings different from those applied to them 
in the act to regulate commerce. 

2. That the evidence‘now in the record is irrelevant to the 
issues presented by the supplemental complaint and is insuffi- 
cient for their determination. 

3. That the rates initiated by the director general in 
themselves, and in their relation to each other, are presumed 
to be right, and they can not be changed without an affirma- 
tive showing that they are wrong. 

These contentions, Commissioner McChord says, raise 
questions of the utmost importance with respect to the com- 
mission’s power to determine the issues presented on the 
record in this case. 

After quoting section 10 of the control act, he continues: 
This law requires that the commission in determining ques- 
tions concerning rates initiated by the President shall take 
into consideration the fact that the defendant carriers are 
being operated as a unified and co-ordinated national system 
and not in competition; that the rates were initiated under 
a certificate of the President; and that consideration shall be 
given to that certificate and to any recommendation the 
President may make with respect to such rates. In other 
words, Congress intended that the commission is not to 
interfere by any action it may take, or any order it may 
make, with the operation of the railroads of the country for 
purposes for which government control was assumed, or 
reduce rates initiated by the President without carefully 
weighing all the circumstances under which they were 
initiated and fully considering the reasons therefor and the 
purpose sought thereby. 

The words “‘just and reasonable” as used in the control act 
obviously bear a similar or closely analogous meaning to that 
attaching to their use in the act to regulate commerce; in both 
cases they are to be construed in the light of all the circum- 
stances and conditions; certainly they are not to be more 
narrowly construed. Rates made by the President must be 
reasonable in and of themselves and they must be relatively 
just in view of all the conditions enumerated in the control 
act and in view of other circumstances and conditions. 

The second contention, that the evidence already taken in 
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this case is irrelevant and insufficient to support the issues 
raised in the supplemental complaint, is untenable. It is to 
be remembered that the real issue in the case is now, and was 
when it was heard and first submitted, one of relationship. 
In his argument counsel for complainant stated that no com- 
plaint is made of the increase in the rates from Portland. 
The allegation is that the rate adjustment is unduly 
prejudicial to complainant’s members in favor of other ship- 
pers of lumber from north coast points. The complainant 
also asks for the establishment of joint rates. The rate situa- 
tion was developed on the record, and its effect on shippers 
from the Willamette Valley was shown. On argument it was 
stated by a representative of the director general that there 
had been no change in the situation so far as the physical 
movement of, and the rate adjustment applicable to, ship- 
ments by complainant’s members to the territory involved are 
concerned, since the director general assumed control of the 
principal defendants, except the increase in the rates. 

Increased rates on forest products prescribed in General 
Order No. 28 have been published and are now in effect so 
as to make the situation of complainant’s members more un- 
favorable than when the case was heard. 

Rates from Portland to points in the territory involved on 
lines of the defendants were increased 5 cents per 100 lb. 


Because of the rates initiated by the director general, the . 


alleged undue prejudice against complainant’s members has 
been increased. What additional evidence need the com- 
plainant offer except the fact of the increase in the dis- 
crimination? That appears from the rates on file, and they 
are proper to be taken into account. Even if the old relation- 
ship had been maintained by an increase of 25 per cent in 
the through charges no new evidence is needed, nor could any 
well be submitted by complainant that would enable the com- 
mission better to determine the questions at issue than the 
evidence now in the record. In simple justice to complainant 
it should not now be called upon to make further expendi- 
tures to show simply what the commission already has before 
it. 

Commissioner McChord then refers to the public state- 
ment issued by the director general at the time the general 
rate order was issued, that the commission would doubtless 
find it proper to make readjustments to effect equalization as 
between the numerous interests necessarily affected and that 
the director general would co-operate heartily with the com- 
mission in any readjustments needed to accomplish still 
further the object of avoiding undue preferences which may 
develop upon detailed consideration by the commission. The 
opinion continues: 

It is thus contemporaneously stated by the authority 
initiating the increased rates that the question of their 
reasonableness and justness might be dealt with by this com 
mission, and doubtless the commission would find undue 
preferences in some rate adjustments which should and would 
be corrected. There is no authority in the control act for 
perpetuating: during the period of federal control a rate 
adjustment that is unlawful under the act to regulate com- 
merce. 

If it should be shown to us that to grant the prayer of the 
complainant would interfere with the operation of the rail- 
roads as a unit, or would deprive the government of needed 
revenue to operate the railroads for war purposes, a different 
situation would be presented from that now under review. 
The facts with respect to such showing are with the director 
general. It is not even suggested on the record that what 
the complainant seeks in this case, if granted, would in any 
manner interfere with the operation or maintenance of the 
defendant railroads under federal control for the purposes 
that dictated the assumption of their control by the federal 
government. 

The evidence shows that the defendant, on the lines of 
which the traffic originates, had attempted for a number of 
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years to secure an agreement from the northern lines to the 
establishment and maintenance of joint rates on lumber and 
forest progucts to points in the destination territory described 
in the report of the examiner, but was unable to do so. The 
reasons given by the northern lines for a refusal to enter into 
the arrangement were that they considered it their duty to 
serve lumber mills on their own lines to the exclusion of mills 
on other and competing lines, and that they were unwilling 
to shrink their revenues below the Portland rates on traffic 
from connections. 

It has long been well settled that no carrier has the right so 
to adjust rates on its own lines as unduly to prejudice 
shippers on other lines, or to deprive such shippers of reason- 
able and just rates, merely through a desire to serve shippers 
on its own lines. It is also a rule of well-nigh universal 
application that shippers may not be deprived of just through 
rates merely because carriers can not agree upon a division of 
joint rates. 

On the face of this record, and under existing conditions, 
there appears to be no good reason why shippers of the com- 
plaining association should not have such relatively reason- 
able rates to points on defendants’ lines as will insure them 
against undue prejudice as compared with their competitors. 
It does not appear that the establishment of the joint rates 
prayed for will in any way interfere with the operation of the 
federally-controlled defendants as a unit. Indeed, so far as 
appears from this record it will serve to effectuate the purpose 
of unified operation. Heretofore because of the rate adjust- 
ment complainant’s shippers have practically been unable to 
make shipments to points east of Missoula, Mont., on the 
northern lines. In so far as a proper rate adjustment will 
permit them to make increased shipments there will be an 
addition to the total receipts of the railroads. 

The third contention made on behalf of the defendants is 
that there is a presumption that the rates and relations of 
rates initiated by the director general are just and reasonable 
and can not be changed with propriety except on affirmative 
evidence by the complainant to the contrary. 

One obvious answer to this contention is that the director 
general did not initiate the inequality in the rates which 
evoked the complaint. The increases initiated by him were 
superimposed on the then existing basis. That basis was 
initiated by the defendants and had been maintained by 
them for many years before federal control. At the hearing 
the complainant assumed the burden of showing that. the 
rate adjustment was unreasonable and unjust. All the facts 
are now in the record with respect to that adjustment. It is 
inconceivable, in our opinion, that the Congress did a vain 
thing in conferring upon this commission power to determine 
whether or not the rates initiated by the director general are 
just and reasonable. The same force and effect must be 
given to that part of the law as to its other provisions. The 
simple fact is that if the rates were unlawful because unduly 
prejudicial when the evidence was submitted, the changes in 
rates since federal control have increased the prejudice. 

From a consideration of the entire record, including the 
changes brought about by federal control and taking into 
account the provisions of the control act, together with the 
exceptions of the defendants, we find that the rates on lumber 
and forest products in carloads, from points in Oregon 
located on the main line and branch lines of the Southern 
Pacific Company south of Portland to and including Leona, 
to points on the lines of defendants in the states of Montana, 
Wyoming, North Dakota, South Dakota, Nebraska, Minne- 
sota, Wisconsin, and Michigan, and the provinces of Mani- 
toba and Saskatchewan, Canada, to which the present rates 
contemporaneously maintained from the coast group, includ- 
ing Portland, Ore., are 40 cents per 100 pounds or greater, 
are and for the future will be relatively unjust and unreason- 
able and unduly prejudicial to the extent that they exceed 
the rates contemporaneously maintained from the coast group, 
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including Portland, to the same destinations. We further 
find that joint rates should be established on the basis found 
lawful. 

An order will be issued to carry out the findings herein 
made. 


Pacific Type Locomotives 
for the Central of New Jersey 


IX LARGE PACIFIC LOCOMOTIVES, designed for fast pas- 
senger service, have recently been built by the Baldwin 
Locomotive Works for the Central of New Jersey. 

These locomotives have driving wheels 79 in. in diameter; 
and with 26-in. by 28-in. cylinders, and a steam pressure of 
210 lb. the maximum tractive effort exerted is 42,770 lb. 
As the weight on drivers is 181,400 lb., the ratio of adhesion 
is 4.24. The locomotives are therefore able to handle 
heavy trains, while at the same time their proportions fit 
them for sustained running at high speed. 

The boiler is of the Wootten type, with a conical ring 
in the middle of the barrel, and a combustion chamber 36 
in. long. Flexible bolts are used exclusively in the throat, 
sides and back-head, and in the water-space under the com- 
bustion chamber; and three rows of expansion stays sup- 
port the forward end of the combustion chamber crown. 
The grate is composed of three groups of rocking bars, each 
group being arranged to shake in two sections; and separat- 
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head pins and main crank pins are hollow-bored. A light 
design of valve gear is used, with the pins working in phos- 
phor bronze bushings. The gears are controlled by the 
Ragonnet type B power reverse mechanism. 

The main frames are of most substantial construction, 
being 514 in. wide, and 7% in. deep over the pedestals. 
The pedestal shoes and wedges are of gun iron, and the shoe 
and wedge bearing surfaces of the driving-boxes are fitted 
with phosphor bronze liners. ‘The Commonwealth rear 
frame cradle is applied to these locomotives in combination 
with the Cole design of trailing truck. 

The tender has a one-piece, cast steel frame, and is 
equipped with an air-operated water scoop. 

Further particulars are given in the following table of 
dimensions : 

General Data 
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ES eer ee re rer rire 59,400 Ib. 
Weight of engine and tender in working order...........-eceee- 460,000 Ib. 
Wheel base, Teteing Sata Siata diag iW shai 656 eSNG eee Nabe Onis es 13 ft. 10 im. 
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A Neat Design of Pacific Type Locomotive for the Central of New Jersey 


ing these groups are two groups of drop-plates, which run 
lengthwise of the firebox. With a grate area of 94.8 sq. 
ft., this firebox is suitable for burning either lump anthracite 
or a mixture of fine anthracite-and bituminous coal. There 
are two round fire-doors, whose centers are 38 in. apart 
measured transversely. 

The reciprocating and revolving parts are comparatively 
light in weight, and are of a design which is specially suit- 
able for a high-speed locomotive. The piston heads are 
steel castings of dished section, fitted with gun iron bull 
rings bolted on. The packing rings are also of gun iron, 
and are of the Dunbar type. Gun iron is also used for the 
cylinder and steam chest bushings, and for the valve bull 
rings and packing rings. The last named are turned with 
a shoulder, to keep them from working out in case of break- 
age. The piston rods are of heat-treated steel hollow-bored. 
The crosshead is a one-piece steel casting, with a wide 
shoe on the top. It is lined with babbitt and slides in a 
box-shaped guide. It has a short lug, to which the union 
link of the Walschaert valve gear is attached. This style 
of crosshead has a comparatively small bearing area on the 
guide when backing up, but this cannot be considered a 
disadvantage on a fast passenger locomotive. The cross- 
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: i total evaporative heating surface + 1.5 
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Wartime Standardization 
of Railroad Track Scales* 


By C. A. Briggs 
Associate Physicist, Bureau of Standards, Washington, D. C. 


man power very profound changes are being made and 

it is by the elimination of the unessential both in the 
number of things produced and the variety in their design and 
by added efficiency that our military effectiveness must be 
maintained and increased. Many manufacturers of various 
staple articles have studied their catologues and products to 
determine what could be eliminaed and the results were gen- 
erally surprising. 

It is stated that one-third of the styles and patterns of 
scales now carried can be eliminated as unessential. At the 
present time a large number of railroad track scale designs 
are on the market, and there is, as a result, a great expendi- 
ture of time and effort in selecting a scale to meet any par- 
ticular service. It is now necessary to reduce this number 
to the fullest practicular extent. This spells railroad track 
scale standardization. 

Seven or eight years ago, the bureau of standards 
took up the question of railroad track scales to determine 
the methods and equipment required to maintain such 
large scales in proper working condition and in this un- 
dertaking, it had the assitance and co-operation of several 
scale companies, railroads and others. It was soon apparent 
that scales were not, in general, constructed on an engineer- 
ing basis. For instance in respect to the important subject 
of scale capacities it was found that the nominal capacities 
given to scales were greatly exaggerated, and had no relation 
whatever to the work which could reasonably be expected of 
them. This is a trouble which has not yet been entirely 
eliminated. 

As a result of a careful study of the problem, the Bureau 
of Standards soon adopted for the definition of the capacity 
of the scale the following: 


[° MEETING the present demand for physical resources and 


The capacity of the scale is the weight of the heaviest car it will weigh, 
provided that the scale will support a train of such cars passing over 
it without stresses being developed in the members of the scale which are 
in excess of those hereafter specified. 

This definition can be understood alike by the engineer 
and by the layman, and gives to the layman at once the es- 
sence of his concern in the matter in purchasing a scale. 

On comparing the construction of scales with the work re- 
quired of them, a very surprising condition appeared to 
exist. 

The working stresses employed were, as a rule, con- 
siderably in excess of those associated with other structures 
without reference to the fact that a scale is not merely a de- 
vice for supporting a load but an instrument which has to 
perform the exacting functions of weighing loads while sup- 
porting them. 

More surprising still, the scales were for the most part 
reputed to be giving satisfactory results. The subsequent 
work of the bureau with its testing equipment demonstrated 
the unreliability of such contentions, and showed that the 





*Abstract of a paper presented before a meeting of the Scale Manu- 
facturers’ Association, September 10, 1918. 
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conclusions in the case of many of the scales were due to the 
lack of proper testing facilities with a corresponding igno- 
rance of the actual conditions of the scale. 

In preparing these specifications, the bureau was very 
careful not to place unnecessary restrictions on the scales in 
reference to types and details of construction, as it was 
desired to permit the greatest possible development in their 
construction and if the restrictions were made as to details, 
it was felt that opportunities for invention and improvement 
would be narrowed and benefits thereby lost. 

In this circular considerable attention was devoted to 
capacity rating. It is believed that this is the first compre- 
hensive and logical basis for determining the capacity of 
scales in a systematic manner that has been presented. This 
circular together with the tolerances adopted by the bureau 
for railroad track scales served to bring out many facts and 
viewpoints. 

Objections have been raised to the working stresses speci- 
fied and among the various motives which this bureau has 
found prompting the desire to have more liberal specifica- 
tions adopted has been a wish on the part of those manufac- 
turing scales to have old designs or imperfect new designs 
come under the most approved specifications. This, of 
course, was a natural tendency but it has had a very ad- 
verse effect on the adoption of proper specifications, and 
caused some very fundamental defects to be incorporated in 
many proposed changes in the specifications. This has had a 
very serious effect which should be given careful consider- 
ation in reference to the present problem. 

As a result of the comments and criticisms received, it 
appears that most of the provisions of this circular are well 
founded. However, in regard to the working stresses, the 
bureau felt that a change might be justified and decided, 
when the circular was reissued, to provide for two classes of 
scales, in one of which the working stresses for knife-edges, 
and for the cast iron intension in transverse bending were in- 
creased. 

Another important factor must receive consideration. 
Since the Government has taken -over the management of 
the railroads it has guaranteed their revenues. An import- 
ant percentage of the revenue is collected from weighings 
made over railroad track scales and if they are neglected the 
government will have to suffer as a consequence in the 
amount of uncollected revenues which it will eventually be 
called upon to make up. 

To summarize: 

1. The government has a peculiar interest in the ac- 
curacy of railroad track scales. 

2. Numerous designs for scales on the market arise from 
the natural activities of competition, and several sets of 
specifications from different sources for purchasing scales 
are in existence. 

3. There is a need for limiting the number of designs to 
those which are essential. 

4. The designs available have suffered on account of 
the conditions outlined. 

The bureau has to propose: 

1, That a number of standard railroad track scales not 
to exceed six should be established, representing all possible 
combinations of lengths and capacities; and that except for 
very unusual cases all demands for new scales be met by 
selecting one of these types. 

2. That insofar as is practical the scales be selected in 
accordance with proper specifications. These specifications 
should be based on sound engineering principles in order 
to make them as permanent as possible. 

3. That in the accepted types produced by any given 
manufacturer, the details for that manufacturer be fixed and 
not changed unless the change is incorporated in all sub- 
sequent scales produced by him. 
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- Repairing a Bascule Bridge Trunnion Bearing 


To Insert a New Bushing It Was Necessary to Lift an Entire 
Span, Weighing About 800 Tons 


HE PARTIAL FAILURE of a bearing for one of the main 
T trunnions of the Chicago & North Western’s bascule 
bridge over the north branch of the Chicago river 
near Kinzie street, Chicago, presented a number of features 
of interest, particularly the behavior of the bridge after the 
failure occurred and the manner in which the trouble was 
overcome. The bridge is a single-leaf bascule span of the 
Strauss type, carrying double track. It crosses the river on a 
skew so that provision for a clear waterway of 100 ft. re- 
quired a span 170 ft. for the north truss and one of 162 ft. 
for the south truss, the trusses being of the through riveted 
sub-panel Warren type. 

The main trunnions are located at the level of the top 
chords of the trusses and transmit the weight of the entire 
span, including the counterweight, to the tower. They are 
21 in. in diameter. The tower consists essentially of two 


structures of this kind, except that the power input required 
to open and close the bridge proved somewhat excessive. In 
January, 1917, the bushing in the hanger bearing on the north 
side of the bridge developed such excessive friction with the 
trunnion that it turned with the latter when the bridge was 
being opened until it was in a position directly above the 
trunnion as shown in one of the drawings, and having once 
assumed this position, it was impossible for it to return 
to its proper place under the trunnion. To accomplish this 
displacement, it had forced off the cast iron cap by breaking 
the bolts on the west side and tearing off the corners of the 
bolt flange on the east side. 

At the breaking away of the cast iron cap a jar was felt 
by the bridge tender, and there was some difficulty in closing 
and locking the bridge due to a slight lateral displacement of 
the free end of the bridge, and to a very slight settlement of 
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Sectional Elevation of the Bridge Showing Method of Jacking Up to Repair the Trunnion Bearings 


main vertical legs rising outside of the trusses on each side 
and connected above them by a heavy deep transverse girder. 
The latter serves as a support for the trunnion hangers, two 
heavy box-shaped members having their lower ends approxi- 
mately level with the top chords of the trusses, so that the 
truss chords pass between the tower legs and the hangers, 
while each of the trunnions, passing through all three mem- 
bers, serves to suspend the truss between the adjacent tower 
leg and the hanger. In other words, the trunnions act in 
double shear. As the trunnions are securely anchored against 
turning in the chords they turn in the hangers and the tower 
legs for which purpose phosphor bronze bushings were pro- 
vided under the trunnions in those members. As shown in 
the drawing these consist of half of a hollow cylinder 7% in. 
thick, placed between the trunnion and the cylindrical surface 
of the cast steel bearings which are framed into the members. 
These bushings are held in place by cast iron caps which 
fit over the trunnions and are bolted to the bearing castings. 
The bridge was built in 1907 and its operation entailed no 
more than the usual difficulties incident to the operation of 


the north truss at the trunnion. The difficulties from these 
displacements were readily overcome by adjusting the rails at 
the end of the bridge, and the wedge in the bearing under the 
rear end of the north truss. It was noted that the bridge 
operated more freely, requiring less power after the bushing 
was out. 

An inspection was made immediately after the accident 
occurred. It was found that while a slight settlement of the 
north truss had occurred, the trunnion was not down on the 
steel bearing block. A bar bent to the diameter of the bush- 
ing could be passed freely around the trunnion and moved 
along the trunnion in the space formerly occupied by the 
bushing. 

An attempt was made, a few days after the accident, to 
replace the bushing, using the power of the bridge to force it 
into place. The bushing was broken in the attempt and this 
method was dismissed as impracticable. A new bronze 
bushing was ordered immediately. It was impossible to 
secure early delivery of a bronze bushing, and a steel bushing 
was ordered also for temporary use, to be put in before the 
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bronzé bushing was delivered, if conditions made it neces- 
sary. This steel bushing was not used. The bridge con- 
tinued to operate throughout 1917 so freely that no appre- 
hension was felt about carrying it through the winter without 
the new bushing, which was on hand late in 1917. 

It had been concluded from a study of the problem that the 
trouble was caused by inaccurate alignment of the trunnion 
and its bearing. Accordingly the new bushing was designed 
to correct the condition by making it 13/16 in. thick at one 
edge and 11/16 in. thick at the other edge. The difficulty, 
however, lay in inserting the new bushing since it would be 
necessary to lift the entire north half of the span a sufficient 
amount to afford a working clearance under the trunnion. 
The load amounted to about 800 tons. 

The manner in which this span was lifted is illustrated in 
the general elevation. ‘Two 500-ton hydraulic jacks were 
placed on the pier under the east end of the north truss direct- 
iy below the trunnion. As this could not be done without tak- 
ing the structure out of service, it was necessary to carry out 
this operation at a time when the bridge could best be spared, 
and navigation on river could be interrupted. The bridge 
was originally built to carry all of the traffic entering the old 
Kinzie street passenger terminal of the Chicago & North 
Western, as well as the freight movements over what is known 
as the North Water street line, but the completion of the new 
passenger terminal on Madison street relieved the structure 
of a large proportion of the traffic, although the use of the old 
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Sectional View of the Trunnion in Its Bearings 


terminal site as a coach yard results in frequent movement 
across the bridge. It was found that interruption to rail and 
river traffic for a few hours would cause least inconvenience 
immediately after 5 o'clock on a Sunday morning and ac- 
cordingly the time was set for Sunday, June 9. 

Arrangements were made with the American Bridge Com- 
pany to furnish the lifting equipment and do the work. 
l'reliminary operations included the preparation of a bearing 
cn the masonry to receive the jacks, cutting down some angles 
on the heel of the north truss and also applying a bearing 
}late at that point to facilitate the application of the load to 
the jacks. The high-pressure piping and pump were also in- 
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stalled at a point near the east end of the bridge. The jacks, 
however, could not be put into place until the river was closed 
against traffic since they interfered with the opening of the 
bridge. 

The bridge was taken out of service and the river was 
closed to traffic shortly after 5 o’clock when the jacks were 
shifted into place and connected to the piping. A switch 
engine was placed on the north track close to the east end of 
the structure so that a steam line could be run to the pressure 
pump. All nuts holding the caps in place were loosened up 
before the bridge was lifted, so the caps could rise as the 
trunnion was lifted out of its bearings. The bridge was also 
unlocked and the free end raised from the north pier a dis- 
tance of about eight inches, to insure that there would be no 


Cast iron cap pushed off ts sea* 
by the bushing. 
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Approximate Position of the Bearing Fittings After the 
Bushing Was Displaced 


binding at the end, when bridge was let down on the new 
bushing. The brake was then applied to the operating ma- 
chinery to insure that no turning movement of the bridge 
could take place while the lifting was in progress. About 
6:15 a. m. all the preparations were completed, the pump was 
started at 6:25 and by 6:45 the north trunnion was raised 
the required 13 in. 

The annular space between the trunnion and the bearing 
casting in the north trunnion was thoroughly cleaned out and 
scraped. A jet of compressed air was used to blow out any 
dust and fine materials, and a curved rod was used to explore 
the entire space to insure that there were no large obstacles 
in the cavity. Following this the trunnion and the bearing 
were thoroughly covered with grease, the new bushing was 
laid on top of the trunnion, concave side down, and slid 
around the trunnion into the correct position underneath. 
This operation was completed by 7 o’clock. The pressure 
was then slowly released from the jacks and the bridge re- 
turned to bearing on the trunnions at 7:13. After replacing 
the caps it was found that the bridge operated freely. The 
new bearings produced a displacement of about % in. to the 
north at the free end of the span. 

As a precaution against any recurrence of this trouble two 
pairs of 5-in. by 31%4-in. by 34-in. angles were bolted to the 
diaphragm of the hanger above the trunnion in a position 
that brought their lower ends in direct bearing upon the re- 
taining cap. This work was done by the erecting department 
of the American Bridge Company under the general direction 
of O. F. Dalstrom, bridge engineer of the Chicago & North 
Western. 
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Importance of Unit Operation of Large Terminals’ 


“Savings in Expense Aggregating a Value of Millions Annually 
in Some of the Larger Terminals” 


By H. J. Pfeifer 
Chief Engineer, St. Louis-East St. Louis Terminal District, St. Louis, Mo. 


a considerable number of railway lines, almost al- 

ways a large city and its environs, constitute a large 
terminal. It is spread out over an area of 200 to 1,000 
square miles in extent, and is usually an industrial center of 
magnitude. Into, out of and through it pass both passenger 
and freight traffic. 

In a number of large terminals, passenger facilities and 
operations are already at least partly unified, through the 
establishment of union stations, and where they are not, the 
cost in money and time of bringing about unification is so 
great that consideration of the subject, under war conditions, 
is hardly worth while. Therefore thought and attention 
should be centered on the unit operation of large freight 
terminals, with a view to determining what, if any, economies 
can be secured by this means. 

Terminal handling of freight involves two distinct 
processes, the movement of a car loaded or empty, and its 
loading or unloading at warehouses, team-tracks, stations, 
stock-yards, industrial plants, etc. This discussion will be 
confined to an attempt to determine the basic principles gov- 
erning terminal car movement. Assuming that a large 
terminal is the center of a circle with railway lines radiating 
toward it, almost invariably, for topographic or other reasons, 
they approach the terminal in groups and are not uniformly 
spaced around the circle. 

Without unified operation little or no advantage can be 
taken of this, because under individual operation each line 
brings its trains into its own yard, where they are broken up 
and reassembled with cars from other trains for delivery to 
intermediate or direct connections, or for final delivery for 
loading or unloading on the line itself. Outbound trains are 
assembled ready for the road by reversing the process just 
outlined. As every line entering the terminal handles its 
traffic on the same general basis, much intermediate switching 
is necessary to secure car interchange between lines, which 
accounts for the existence of the belt and switching lines and 
yards in every large terminal. 

The process of moving a car through a large terminal in- 
dividually operated is briefly as follows: The inbound train 
containing the car enters the yard of the initial line, where 
it is broken up. The cars of which it consists are regrouped 
with those of other inbound trains and delivered to local 
points for loading or unloading, to direct connections, and to 
intermediate connections, where the regrouping process is 
repeated one or more times until the car is either in a train 
ready for movement beyond the terminal limits, or placed for 
loading or unloading. As cars cannot be moved economically 
except in trains of considerable size, no group of cars can 
ordinarily be transferred from one yard to another until the 
necessary time has elapsed to accumulate a train large enough 
for movement. 

Intermediate switching, which almost always involves extra 
car mileage, as well as delay and expense, is necessary, be- 
cause many, in fact most lines, do not interchange enough 
cars with each other to justify direct handling, for the reason 
that trains of sufficient length for transfer do not accumulate 
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rapidly enough. The intermediate line takes cars from and 
for all, and, by reclassifying, accumulates trains of sufficient 
size for economical handling much more quickly thar the 
individual line. 

In a system of completely unified freight terminals the 
control by an individual railroad over its inbound freight 
train ceases with its delivery on a receiving track in an. 
assigned yard, within the terminal limits, and does not begin 
over its outbound train until it is built up complete in readi- 
ness for road movement; all intermediate service of every 
nature is performed by the terminal organization. It can 
readily be seen that the more railroads. there are, and the 
greater the extent of the industrial district served, the greater 
and more complicated is the service to be performed. 

With unified terminal operation, facilities are so arranged 
that a number of lines deliver and receive their trains with 
road power in the same yards. For example, roads A and B 
are so close to each other that the trains of one can enter the 
yards of the other with little if any excess mileage or expense. 
Each’ road has its own inbound and outbound yard system. 
By assigning the yards of one for inbound, and of the other 
for outbound movements, the following will result: The 
volume of traffic between the consolidated yards and every 
other point in the terminal is the sum of that between the 
individual yards and those points. The number of classifi- 
cations to and from the consolidated yards will be reduced 50 
per cent, and as a consequence the number of cars assembled 
in each classification in a given time will on the average be 
doubled. As each road now builds up its trains in its own 
yard for road haul, after delivery of cars by connecting lines, 
there is no increase in the number of classifications required 
for outbound movement. If three or more lines are consoli- 
dated into one yard the number of classifications will be _ 
proportionately decreased and the number of cars assembled 
in each classification proportionately increased. 

If roads A and B consolidate their yards and C and D do 
likewise, the number of classifications moving between them 
will be in the ratio of 1 for the consolidated yards to 4 for the 
individual yards, and the number of cars assembled in each 
classification in a given time will be 4 times as great. If 6 
or more lines consolidate in pairs, the ratio of classification 
will still be 1 to 4, and the number of cars in each classifica- 
tion 4 to 1. If, however, 6, 9, or more lines consolidate in 
groups of 3 each, the ratios become 1 to 9 and 9 to 1, respec- 
tively, and with groups of 4, 1 to 16 and 16 to 1, respectively, 
and so on. 

It can readily be seen from what has just been said, that if 
a large terminal is arranged so that the number of yards 
between which cars are transferred is reduced, the number 
of cars moving in transfer, between each pair of yards in a 
given time, is increased; provided the volume of traffic re- 
mains constant. It is also true that the number of cars, mov- 
ing in any transfer route in a given time, is approximately 
inversely proportionate to the square of the number of yards 
served by them. In other words, if a given car movement is 
handled through 5 yards, there will be 16 times as many cars 
in each transfer between yards in a given time as if the same 
volume of traffic were handled through 20 yards. 

A consolidation as great as this would practically eliminate 
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all intermediate switching and make possible the passing of 
cars through the terminals with two classifications—one to 
break up the train as it comes from the road or local point, 
and the other to build up the train ready for the road or de- 
livery to the local point. 


Economies from Consolidation 


The economies in time and expense resulting from such a 
consolidation are many and varied, as follows: 

Elimination of one or more intermediate classifications, 
resulting in a saving of car days, car damage, extra switching 
expense, locomotive hours and many other sources of delay 
and expense. The money value of these savings depends, of 
course, on the size of the terminal and the reduction in com- 
plexity of service it is possible to bring about through yard 
consolidations. That it will involve savings in time and 
expense aggregating a value of millions annually in some of 
the largest terminals is not an unreasonable expectation. 

A unified terminal, such as is suggested, may be compared 
to the telephone system of a large city. Each classifying yard 
corresponds to a central exchange—the yard forces to the 
telephone operators; the yard itself and the locomotives to the 
switchboard; the transfer tracks between yards to the main 
trunk lines between exchanges and the cars to the messages. 
Here, however, the comparison ends, because cars cannot be 
transferred singly, but must be held until a sufficient number 
have accumulated to make a train of proper size. 

As the movement of a car through a terminal, or over a 
road, is governed by its destination, regardless of its origin, 
the following general principles governing the expeditious 
and economical movement of freight cars through a large ter- 
minal, are suggested : 

A—The train being the unit in which car movement is 
conducted between two points, cars moving to common points 
should be gotten together at as early a stage in their move- 
‘ment as possible, and kept together as long as possible. 
Therefore, if two or more lines come into a terminal from the 
same general direction their trains should enter a common 
yard, so that cars moving to common points in the terminal 
can be put together. 

B—As cars can be kept more closely together in a small 
group of yards, the number of classifying yards should be 
maintained at the minimum, consistent with the movement of 
cars by reasonably direct routes. 

C—As a given number of cars will accumulate in trains 
of proper size, to be moved, more rapidly with a small num- 
ber of classifications, the minimum number consistent with 
securing the required separations should be used. 

D—As intermediate switching involves loss of time and 
extra expense, car movement should be consolidated as much 
as possible to reduce it to a minimum. 

The system of terminal operation above outlined is sus- 
ceptible of indefinite expansion as the traffic increases, with- 
out adding yards in new locations with resultant changes in 
the routing of cars, provided that the general direction of 
flow of traffic remains the same. The classifying yards may 
be duplicated again and again in the same manner that addi- 
tional units are added to sectional bookcases and filing sys- 
tems, if one unit is too small. 

If extensive new territory is developed or a distinct group 
of new lines enters the terminal, yards in new locations may 
become necessary. 

The suggested system of operation reduces the number of 
yards in which classifying service is performed, and a num- 
ber of yards in every large terminal will be abandoned as 
classifying yards. They can be used for the storage of cars 
classified or unclassified if that is necessary; the holding of 
cars for prospective loading or for any similar purpose. 

It would seem possible to so arrange and consolidate the 
use of existing yards and other facilities in every large ter- 
minal without incurring any large construction expense, and 
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thus bring about a great saving in car handling and classify- 
ing expense. These savings mean a reduction in locomotive 
hours, car damage, clerical expense, car days consumed and 
in many other ways. 

A careful and detailed study of each large terminal, with 
a view of determining what can be done toward securing 
operating economies along the lines above described, would, 
in the opinion of the writer, be fruitful of results of enormous 
value to the government and the transportation interests of 
this country. 


Revised Annual Report Forms for 1918 


EVISED ANNUAL REPORT FORMS for steam railroads for 
R 1918, consisting of two reports for each carrier, a cor- 
porate annual report to be returned by officers of the 
corporation, and an annual report of operations to be returned 
by the federal auditor, were agreed upon at a meeting of the 
committee on general accounts of the Railway Accounting 
Officers’ Association with the statistician and other account- 
ing representatives of the Interstate Commerce Commission 
in New York on October 9. A tentative conclusion had been 
reached by the commission’s representatives that there should 
be a separate report for federal and other corporate transac- 
tions for the year 1918 and Statistician M. O. Lorenz had 
submitted a detailed statement of the proposed contents of the 
two reports for consideration. Fhe committee also considered 
an informal suggestion that had been made, to the effect that 
one report might be rendered for each road, covering both 
corporate and federal matters, but it was its opinion that it 
will be impracticable during the period of federal control to 
make one report covering both purposes, for the following 
reasons : 

“The corporation will not conduct any operations, and its 
officers will have only indirect knowledge of the results. A 
corporate officer, therefore, could merely transmit such infor- 
mation, and could neither certify to, nor be responsible for, 
the accuracy of such reports. 

“The results of operation as conducted by the federal ad- 
ministration will be affected as to the accuracy of comparison 
with previous similar results by many changes in methods, 
and the corporation is neither responsible for, nor especially 
interested in, the results. 

“The federal officers conducting the operations are respon- 
sible to the director general for results, and the administra- 
tion should direct and control such reports of current opera- 
tions as it decides should be made to the Interstate Commerce 
Commission. 

“The figures cannot be combined for purposes of a con- 
solidated report, so as to state facts without considerable 
elimination of duplications, and would then combine assets 
and liabilities of two distinct interests. The income account 
could not be combined without the insertion of an item for 
which provision is not now made, namely, a reconciliation 
between the net results of federal operation and the compen- 
sation paid to the owners.” 

Therefore, the committee recommended that two separate 
and distinct reports should be made, if it is decided that the 
operating results of the Railroad Administration are to be 
reported to the commission, and the following schedule for 
the two reports, representing the memorandum submitted, 
modified in accordance with suggestions made by the com- 
mittee, was proposed and will be used. 

The committee also considered the matter of accounting on 
the corporate books of the carriers whose property is being 
operated under federal control, for the salaries and expenses 
of the corporate organization and of lap-over items of 
revenues and expenses prior to January 1. The commission’s 
accounting organization had tentatively recommended that 
the salaries and expenses of the corporate organization be 
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charged to the account, ‘Maintenance 
of Investment Organization,” but the 
committee recommended that such ex- 
penses shall be charged to the appro- 
priate primary accounts under the 
commission’s classification of operat- 
ing expenses, on the ground that to 
charge them to investment account 
would represent an improper distri- 
bution, and in order that proper com- 
parison of the operating expenses 
might be available in later years, and 
this position was approved by the com- 
mission’s representatives. The latter 
had tentatively suggested that lap- 
over items of revenues clearly ap- 
plicable to the period prior to Jan- 
uary 1, 1918, shall be credited to 
income account, ‘Miscellaneous In- 
come,” and charged to general bal- 
ance sheet account, “Other Deferred 
Assets,” and that similar items of ex- 
penses should be charged to ‘“Miscel- 
laneous Income Charges” and 
credited to “Other Deferred Liabili- 
ties.” The committee recommended 
that the items be so handled. 

A question as to the accounting for 
scrap rails sold at prices in excess of 
original cost had been submitted by 
the chief examiner of accounts of the 
commission, who stated that the high 
prices now being realized in the sale 
of scrap rail and the fact that a num- 
ber of carriers are crediting to oper- 
ating expenses the entire proceeds of 
such sales, indicates the necessity of 
bringing the matter to the attention of 
carriers in such a way as will result 
in uniform accounting consistent 
with the principles of the classifica- 
tions. The committee adopted a reso- 
lution that the principles which 
should govern the credits for scrap 
rail really are no different from 
those which should govern the credits 
for other scrap derived from renewals 
and replacements, but that to attempt 
to ascertain or estimate carefully the 
original cost. of scrap removed in 
each instance would involve a large 
amount of labor at a time when the 
demand for conserving man-power is 
at the maximum. As the increases 
in the prices of scrap are in a large 
degree consistent with the increases 
in the prices of corresponding new 
material and the apparent abnormal 
conditions with regard to scrap really 
are due to the fact that because many 
carriers had wisely contracted ahead 
for new rail requirements, the prices 
of scrap have temporarily advanced 
ahead of the advances in the prices 
of new rail purchased. Therefore, it 
was resolved that no change should 
be made at this time in the existing 
methods of accounting for the scrap 
rail derived from renewals or replace- 
ments, but the committee suggested 
that the whole matter should be taken 
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up by the Interstate Commerce Commissions representatives 
with the Railroad Administration for consideration. 

The committee also considered a suggestion made to the 
commission by W. J. Cunningham, manager of the operating 
statistics section of the Railroad Administration, that a saving 
of accounting labor would result if carriers in reporting net 
ten-miles to the commission were allowed to utilize certain 
complications made from the wheel reports for operating 
purposes, whereas the net ton-miles reported to the commission 
have generally been made from waybill abstracts. The com- 
mittee expressed itself as being in favor of the compilation 
of net ton-miles from the wheel reports and requested the 
chairman to so advise Statistician Lorenz. 


Accounting Officers to Co-operate 
with Railroad Administration 


T THE REQUEST of the advisory accounting committee of 
A the United States Railroad Administration, transmitted 

through its chairman, A. H. Plant, President R. E. 
Berger of the Railway Accounting Officers’ Association, has 
created various sub-committees, composed of members of the 
Railway Accounting Officers’ Association, to co-operate with 
the advisory accounting committee in any way that it may 
designate. This action is part of the offer extended by the 
association to aid the director of the Division of Accounting 
of the Railroad Administration in accounting matters and to 
be of the utmost service in every possible way to the govern- 
ment in winning the war. 

On July 1 the director of Public Service and Accounting 
directed the advisory accounting committee to take steps to 
simplify and standardize railway accounting methods as far 
as possible. In the furtherance of that idea, President Berger 
appointed certain territorial sub-committees of freight, freight 
station, passenger, passenger station, and disbursement ac- 
counts to co-operate with the administration through the 
advisory accounting committee, and the necessity has now 
become apparent for a sub-committee on general accounts for 
a like purpose and to deal with matters of general accounts 
coming up for decision. 

Proceeding upon the assumption that many of the ques- 
tions which may be expected to arise will affect both the 
federal roads and the corporate companies, it was considered 
proper and desirable to give both of these interests repre- 
sentation on this sub-committee and the following committee 
of seven has been appointed: 

Sus-ComMITTEE ON GENERAL ACCOUNTS 


F. A Barnes (chairman), federal auditor, Great Northern, St. Paul, Minn. 

W. D. Beymer, federal auditor, Illinois Central, Chicago. 

A. B. Bierck, federal auditor, Philadelphia & Reading, Philadelphia, Pa. 

W. B. McKinstry, federal auditor, Central of Georgia, Savannah, 

C. I. Sturgis, controller, Chicago, Burlington & Quincy, Chicago. 

H. T. Evans, auditor, Chicago, Indianapolis & Louisville R. R. Co., 
Chicago. 

W. H. Smith, auditor, Atlanta & West Point R. R. Co., Atlanta, Ga. 


Other sub-committees also have been appointed as follows: 


Freigmut Accounts 
J. A. Robinson, general chairman (chairman, Committee on Freight Ac- 
counts R, A. O. A.). 
: Eastern Sub-Committee 
F. E. Shallenberger (chairman), auditor through freight traffic, Pennsyl- 
vania System Lines, Pittsburgh, Pa. 
A. J. Moran, auditor of freight accounts, Erie, New York City. 
W. T. McCulloch, auditor of revenue, New York Central, New York City. 
J. TP. O'Malley, auditor of merchandise receipts, Baltimore & Ohio, Balti- 
more, Md. 
N. H. Ricker, auditor of freight receipts, Boston & Maine, Boston, Mass, 
A. S. Dutton, auditor of freight accounts, Michigan Central, Detroit, Mich. 
Western Sub-Committee 
W. W. Strickland (chairman), freight auditor, Atchison, Topeka & Santa 
Fe, Topeka, Kan. 
Paul Peters, auditor freight traffic, Chicago, Rock Island & Pacific, 
Chicago. 
F. B. Sherwood, auditor freight receipts, Illinois Central, Chicago. 
W. J. Wright, auditor freight receipts, Missouri Pacific, St. Louis, Mo. 
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H. B. Ochiltree, auditor freight accounts, Union Pacific, Omaha, Neb. 

P. E. Bramon, auditor freight accounts, Chicago, Burlington & Quincy, 
Chicago. 

Southern Sub-Committee 

J. A. Robinson (chairman), assistant auditor, Southern, Washington, D. C, 

W. H. Smith, auditor, Atlanta & West Point, Atlanta, Ga. 

George Becker, auditor receipts, Louisville & Nashville, Louisville, Ky. 

E, - _ auditor of freight receipts, Atlantic Coast Line, Wilming- 
ton, ; ° 

W. A. Rooks, auditor of traffic, Central of Georgia, Savannah, Ga. 

B. B. McCaa, auditor freight accounts, Seaboard Air Line, Portsmouth, Va, 


DisBURSEMENT ACCOUNTS 
A. P. Disbrow, general chairman (chairman, Committee on Disbursement 
Accounts R, A. O. A.). 
Eastern Sub-Committee 
A. P. Disbrow (chairman), auditor of disbursement, Erie, New York City, 
G. H. Pryor, auditor of disbursement, Baltimore & Ohio, Baltimore, Md. 
R. B, Ferguson, auditor, Delaware, Lackawanna & Western, New York 
City. 
J. F. Reynolds, auditor, Pennsylvania, Philadelphia, Pa. 
E. Deschenes, federal auditor, Central Vermont, St. Albans, Vt. 
M. R. Council, auditor of disbursement, New York Central, New York. 
Western Sub-Committee 
E. H. Bunnell (chairman), auditor of disbursement, Atchison, Topeka & 
Santa Fe, Topeka, Kan. 
F, A. Barnes, federal auditor, Great Northern, St. Paul, Minn. 
P, E. Purceil, auditor of disbursement, Wabash, St. Louis, Mo. 
H. W. Johnson, auditor of expenditures, Chicago, Burlington & Quincy, 
Chicago. 
A. Hermany, auditor of disbursement, Chicago, Rock Island & Pacific, 
Chicaga. 
T. M. Niven, assistant federal auditor, Missouri Pacific, St. Louis, Mo. 


Southern Sub-Committee 
F. C. Uhlman (chairman), auditor, Western <a Baltimore, Md. 
A. E. Fowler, auditor, Southern, Washington, D. 
G. W. Danner, assistant federal auditor, Texas & Pacific, Dallas, Texas. 
W. H. Wilson, auditor of disbursement, Norfolk & Western, Roanoke, Va. 
J. H. McEwen, auditor of disbursement, Nashville, Chattanooga & St. 
Louis, Nashville, Tenn. 
J. F. Dartt, auditor of disbursement, Illinois Central, Chicago. 
PassENGER ACCOUNTS 
C. G. Weaver, general chairman (chairman, Committee on Passenger Ac- 
counts, R. A, O. A.). 
Eastern Sub-Committee 
J. L. Ferris (chairman), auditor of passenger accounts, New York Cen- 
tral, New York City. 
C. S. Covert, auditor of passenger accounts, Pennsylvania Lines West of 
Pittsburgh, Pittsburgh, Pa. 
H W. Snow, auditor of passenger receipts, New York, New Haven & 
Hartford, New Haven, Conn. 
P. J. Reilly, auditor of passenger accounts, Erie, New York City. 
C. H. Poumairat, auditor of passenger receipts, Baltimore & Ohio, Balti- 
more, Md. 
a J. Broderick, auditor of passenger accounts, Michigan Central, Detroit, 
ic 
Western Sub-Committee 
C. G. Weaver (chairman), auditor of passenger traffic, Chicago, Rock 
Island & Pacific, Chicago. 
J. F. Mitchell, ticket auditor, Atchison, Topeka & Santa Fe, Topeka, Kan. 
my F. Giffin, auditor passenger accounts, Southern Pacific, San Francisco, 
a 
J. ©. Briggs, auditor of passenger accounts, St. Louis-San Francisco, St. 
Louis, Mo. 
F, B. Southard, auditor of passenger accounts, Union Pacific, Omaha, Neb. 
W. F. VanBergen, auditor of passenger accounts, Chicago & North 
Western, Chicago. 
Southern Sub-Committee 
H. B. Cutter (chairman), assistant auditor of receipts, Louisville & Nash- 
ville, ! cuisville, Ky. 
S. D. Locke, Jr., auditor of passenger accounts, Seaboard Air Line, Ports- 
mouth, Va. 
L, D. Lacy, auditor of passenger traffic, Chesapeake & Ohio, Richmond, Va. 
W. P. Kerrigan, assistant auditor of receipts, Nashville, Chattanooga & 
St. Louis, Nashville, Tenn. 
C, I’. Coleman, auditor of passenger accounts, Galveston, Harrisburg & 
San Antonio, Houston, Texas. 
T. W. Kennedy, auditor, Merchants’ & Miners’ Transportation Company, 
Baltimore, Md. 
FreiguHt Station Accounts 
T. L. Shelton, general chairman. 


Eastern Sub-Committee 

L. K. Luff (chairman), federal auditor, Delaware & Hudson, Albany, N. Y. 
J. J. Demeritt, auditor of agencies, Boston & Maine, Boston, Mass. 

P. L. Overman, auditor of freight and passenger accounts, Western Mary- 

land, Baltimore, Md. 

F. E. Briggs, auditor of freight accounts, New York Central, New York. 
J. M. Watkins, auditor of revenue, Baltimore & Ohio, Baltimore, Md. 
W. B. Kraft, auditor of freight traffic, Pennsylvania, Philadelphia, Pa, 


Western Sub-Committee 


H. J. Sterling (chairman), federal auditor, Union Pacific, Omaha, Neb. 

E. A, Murphy, assistant auditor, Chicago, Milwaukee & St. Paul, Chi- 
cago, Ill. 

H. C. Abbey, auditor ef station accounts, Missouri Pacific, St. Louis, Mo. 

J. O. Clifford, auditor of freight accounts, Chicago & North Western, 
Chicago. 
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November 1, 1918 


F. C. Freiburg, auditor of freight accounts, St. Louis-San Francisco, 
St. Lovis, Mo. : 

F. W. Pope, auditor of freight accounts, Southern Pacific, San Fran- 
cisco, Cal. 


Southern Sub-Committee 
T. L. Shelton (chairman), auditor of station accounts, Southern, Wash- 
ington, D. C. 
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Roy W. Smith, auditor of receipts, Nashville, Chattanooga & St. Louis, 
Nashville, Tenn. 

O. D. James, auditor of freight traffic, Chesapeake & Ohio, Richmond, Va. 

Walter MacDowell, auditor of receipts, Norfolk & Western, Roanoke, Va. 

L. B. Butts, auditor of station accounts, Illinois Central, Chicago. 

V. T. Boatwright, assistant auditor of freight accounts, Seaboard Air 
Line, Portsmouth, Va. 


The Short Line Contract Is Finally Agreed Upon 


American Short Line Railroad Association Committee Offers 
Co-operation in Arranging Details 


sentatives of the Railroad Administration and a com- 
~ mittee of the American Short Line Railroad Associa- 
tion, Director General McAdoo on October 25 approved a 
form of contract to be entered into with the shrt lines, which 
provides for taking back under a modified form of federal 
control lines relinquished shortly before July 1, but without 
compensation and without taking over their operation unless 
the director general shall consider it desirable to do so later 
in any case for war purposes. 

While the form of contract represents many modifications 
from the form which the short line committee had proposed 
to the Railroad Administration, the committee has accepted 
it and it is expected that the companies will execute it for 
the degree of protection it affords and in order to remove the 
uncertainty of the status in which they have been left. 

The contract provides that until it is necessary for the 
director general to exercise control over the short line roads 
for war purposes, they are to remain under the management 
and direction of their owners and are entitled to all the 
revenues and responsible for all expenses and obligations; 
that the rates, fares, and charges for transportation services 
performed jointly by the short lines and the trunk lines 
shall be divided fairly between the director general and the 
company. The arbitraries and percentages of joint rates 
received by the short lines on January 1, 1918, shall not be 
reduced, and when joint rates are increased, the short lines 
shall receive their proportion of such increased rate in the 
same ratio, differences to be settled by the Interstate Com- 
merce Commission. The short lines are to receive an equit- 
able allotment of cars (and where feasible motive power), 
and for the equipment furnished by the director General 
they shall pay the same rental as the director general pays 
for their equipment used by him, and an allowance of two 
days’ free time on cars for loading and unloading is made 
on lines of road of 100 miles in length or less. 

Such arrangement shall be made for the routing of com- 
petitive traffic over the short line as will guarantee to it the 
same amount of competitive traffic as was enjoyed for the 
average of the three years ending December 31, 1917, and 
the short line as far as practicable is to have the benefit of 
the purchasing agencies of the director general in the pur- 
chase of material and supplies, and at the prices paid by 
him; and have its repairs made at the shops of its connecting 
lines upon the same terms as before federal control. 

There shall be no discrimination against the company in 
the matter of publishing tariffs and routing. Short lines 
are to be treated in the same manner as the trunk lines, ex- 
cept that nothing in the contract shall be construed to re- 
quire the establishment of joint rates where joint rates were 
not in effect at the beginning of federal control. 

The order of relinquishment issued in June is to be set 
aside, and the roads restored to federal control on the basis 
of the contract, and the right is given to the director general 
to take over the operation of any road if in his opinion a 
War necessity arises. 


A FTER SEVERAL WEEKS of negotiations between the repre- 


The director general will formulate definite rules and 
regulations governing exchange transportation which shall 
apply to the short lines without discrimination. 

No definite list of the railroads relinquished in June has 
ever been given out by the Railroad Administration, but a list 
has been made of 753 railroads, operating 27,319 miles, or 
an average of 36 miles each, which have not been included 
among the roads operated by the Railroad Administration, 
exclusive of the 1,734 industrial or plant facility roads that 
were relinquished. The list of short lines includes 70 roads, 
operating over 2,300 miles of narrow-gage line. 


A Perplexing Problem 


The question of the treatment of the short line railroads has 
been a perplexing one ever since the government took over the 
railroads. A large number of them received the official notice 
that they had been taken over, around the first of the year, 
but the Railroad Administration soon made it known that 
many of them were not considered as desirable or useful 
parts of the national transportation system for war purposes 
and that it proposed to relinquish many of them. While 
some of the short lines were relinquished at their own request, 
most of them declared that they would be ruined if left out- 
side the government system and that Congress clearly in- 
tended them to be taken over. 

After the federal control act was passed on March 21, the 
director general directed the three regional directors, A. H. 
Smith, R. H. Aishton and C. H. Markham, to make a study 
of the short line situation and to report as to each road, in- 
dividually, whether it was in their opinion needful or de- 
sirable for the purposes of the national government. The 
regional directors recommended a large number for relin- 
quishment and many for retention, but when the question 
of contracts with the short lines came up difficulties were 
encountered and the Railroad Administration proposed to 
Congress an extension from July 1 to January 1 of the time 
within which it might relinquish such roads as were pro- 
posed to be relinquished. The short lines proposed an 
amendment that no road should be relinquished unless its 
connecting and competing lines were relinquished at the 
same time and this was adopted by Congress, but not until 
after the Railroad Administration had forestalled the action 
by sending out notices formally relinquishing most of the 
short lines. The administration apparently felt that it did 
not want to take over all the short lines and also that it 
would be able to make contracts much more easily with a 
line after it had been relinquished than if it were definitely 
taken over. This position was approved by President Wil- 
son, who vetoed the amendment adopted by Congress in a 
message in which he said that most of the short lines except 
the industrial roads ought to be retained, but that the gov- 
ernment should not be required to deal in the same way 
with all of them but should be left free to enter into arrange- 
ments with them “which will in each case be to the interest 
alike of the roads dealt with and of the local public.” 

When it appeared that a large number of the lines were 
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to be relinquished, the executive committee of the short line 
association proposed to Director General McAdoo that the 
“matured” lines be taken over under the standard contract 
and that the “unmatured” roads be taken under the pro- 
tection of the government by a contract without compensa- 
tion. They also submitted a proposed form of contract which 
has been the basis of subsequent negotiations. 

Recently the short line committee rejected the contract in 
the form the administration proposed to offer it, but after a 
number of Congressmen had called on Mr. McAdoo on the 
subject negotiations were resumed at their request. 


Short Line Association Co-operates 


The committee of the American Short Line Railroad As- 
sociation which has handled the negotiations with the Rail- 
road Administration has written to Director General McAdoo 
offering its co-operation in the making of the individual 
contracts and promising to make an investigation of the 
condition of each line with a view to recommending the 
scrapping of any line which may be deemed not sufficiently 
useful to warrant its being made a party to the proposed 
contract. The association also proposes to hold a series of 
meetings in various cities with the various short line owners 
for the purpose of explaining the contract to him. 

The notice issued by Director General McAdoo says the 
contract follows the general principles announced by the 
President at the time he vetoed the short line resolution and 
that “it is believed that this will be satisfactory to short line 
owners and will enable them to continue in operation as 
successfully as before federal control.” 


Text of Proposed Agreement 


The Standard clauses of the contract for short line rail- 
roads in which the director general reserves the right to make 
changes or insist on other provisions as the facts of the par- 
ticular case make the same necessary, are as follows: 


This agreement made this Ot OF assacodssccn , 1918, be- 
tween William G. McAdoo, director general of railroads (hereinafter called 
the director general), acting on behalf of the United States and the Presi- 
dent, under the powers conferred on him by the proclamation of the Presi- 


dent, hereinafter referred to, and the .........ceeeeecececccesececcceees 
Company, 2 corporation duly organized under the laws of the state(s) 
OE. dasamenes dh oceds (hereinafter called the company): 


Witnesseth that ; ; 

(a) Wuerzas, by a proclamation dated December 26, 1917, the President, 
acting under the powers conferred on him by the Constitution and Laws 
of the United States, by virtue of the joint resolutions of the Senate and 
House of Representatives bearing date April 6 and December 7, 1917, re- 
spectively, and particularly by virtue of Section 1 of the act of Congress 
approved August 29, 1916, entitled “An act making appropriations for the 
support of the army for the fiscal year ending June 30, 1917, and for other 
purposes,” took possession of and assumed control at 12 o’clock noon on 
December 28, 1917, for war purposes of certain railroads constituting a 
system or systems of transportation (not including the railroad of the com- 
pany described herein), and appointed W. G. McAdoo director general of 
railroads; and, 

(b) Wuereas, the act of Congress called herein the Federal Control Act, 
approved by the President March 21, 1918, brought under federal control 
the railroad hereinafter described under the following provision: “That 
every railroad not owned, controlled or operated by another carrier company, 
and which has heretofore competed for traffic with a railroad or railroads 
of which the President has taken the possession, use and control, or which 
connects with such railroads and is engaged as a common carrier in general 
transportation, shall be held and considered as within ‘federal control,’ as 
herein defined, and necessary for the prosecution of the war, and shall be 
entitled to the benefit of all the provisions of this act”; and, 

(c) Wuereas, by proclamation, dated March 29, 1918, the President, pur- 
suant to said Federal Control Act, authorized the said W. G. McAdoo, as 
director general, either personally or through such divisions, agencies or 
persons as he may appoint, and in his own name or in the name of such 
divisions, agencies or persons, or in the name of the President, to make 
with the carriers, or any of them, such agreements as may be necessary and 
expedient respecting any matter concerning which it may be necessary or 
expedient to deal and to make any ‘and all contracts, agreements or obliga- 
tions necessary or expedient in connection with the federal control of such 
railroads as fully in all respects as the President might do: 

Now, THEREFORE, the parties hereto, each in consideration of the agree- 
ments of the other herein contained, do hereby covenant and agree to and 
with each other as follows: 

Section 1. (a) This agreement shall be binding upon the United States, 
the director general and his successors, and upon the company, its successors 
and assigns, and, 

This agreement shall not be construed as creating any right, claim, 
privilege or benefit against either party hereto in favor of any state or 
any subdivision thereof, or of any individual or corporation other than the 
parties hereto. 

(b) Wherever in this agreement the words “director general” are used, 
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they shall be understood as designating William G. McAdoo, or such other 
person as the President may from time to time appoint to exercise 
powers conferred on him by law with relation to federal control. 

Section 2. The company’s said railroad affected by this agreement s| 
be considered as including the following roads and properties: 
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Section 3. (a) The company accepts the terms and conditions of said 
Federal Control Act and the terms of this agreement, and expressly acce 
the covenants and obligations of the director general in this agreement 
out and the rights arising thereunder in full adjustment, settlement, satis. 
faction. and discharge of any and all claims and rights, at law or in equit 
which it now has or hereafter can have against the United States, ; 
President, the director general, or any agent or agency thereof by virt 
of anything done or omitted, pursuant to the acts of Congress herein : 
ferred to. 

This is not intended to affect any claim said company may have against 
the United States for carrying the mails or for other services rendered no 
pertaining to or based upon the Federal Control Act. 

(b) The company, on its own initiative or upon the request of the directo; 
general, shall take all appropriate and necessary corporate action to carr) 
out the obligations assumed by it in this agreement or lawfully imposed 
upon it by or pursuant to the Federal Control Act. 

Section 4. It is expressly agreed and understood that the possession and 
use of the railroad property, herein described subject to the right of the 
director general to take the Said property into actual possession as herein. 
after provided, as a war emergency, shall remain in the company, and the 
company shal! continue to operate the same, and all revenues accruing from 
the operation thereof shall belong to the company, and all expenses arising 
out of or incident thereto, and all taxes of whatsoever character imposed 
thereon, or upon the company shall be paid and borne by the company, it 
being expressly agreed that unless and until the director general shall as 
a war necessity take over the actual possession and operation of said rail- 
road, assumes no obligation for the payment of any expenses or charges in 
connection therewith, nor of any risk or accident in connection with the 
operaticn or control of said property. 

Section 5. All rates, fares and charges for transportation services per- 
formed jointly by the company and any transportation system in the pos- 
session of, and operated by, the director general shall be divided fairly be- 
tween the director general and the company. It is agreed that the arbitra- 
ries ard percentages of joint rates, both passenger and freight, received by 
the company as of January 1, 1918, shall not be reduced, and whenever 
joint rates have been or shall be increased, the company shall receive as its 
proportion of such increased joint rates amounts in the same ratio as its 
arbitraries or percentages bore to the joint rates before they were increased. 

Section 6. The company shall receive an equitable allotment of the cars 
(and, where feasible, motive power) in the possession or under the control 
of the director general. For the equipment thus furnished it shall pay the 
per diem tentals now in effect or as they may be established from time to 
time by the director general, and like rentals shall be paid by the director 
general to the company for any of the company’s equipment used by him: 
Provided, however, that there shall be a time or reclaim allowance to roads 
of 100 miles or less in length, of two days, which will be assumed by the 
delivering road. 

Section 7. Such arrangements shall be made for. the routing over the 
company’s line of competitive traffic as shall insure to the company in any 
month the same proportion of such competitive traffic as it had of the total 
of such traffic for the average of the three years, counting the calendar 
years of 1915, 1916 and 1917, taking into account both class and quantity of 
tonnage, it being understood and agreed that if in any month such propor- 
tion of competitive traffic delivered to the company shall be less than that 
based on the average for the three-year period, the director general will, 
within 60 days after the close of any such month, deliver such additional 
amount of competitive traffic as shall make up the required amount. 

Section 8. If differences arise as to any matter arising under this con- 
tract, either party may refer the question to the Interstate Commerce Com- 
mission, and its decision shall be final and binding. 

Section 9. The company, so far as practicable, shall have the right to 
use the purchasing agencies of the director general in the purchase of ma- 
terials and supplies at the prices which the director general shall pay 
therefor, and to have its repairs done in the shops of its connecting lines 
to the same extent and upon the same terms as were enjoyed before federal 
control; where roads have heretofore not had the repairs done at the shops 
of the connecting line, but at private shops which have since been closed, 
they may have their repairs done at the shops of the connecting line upon 
fair terms. 

Section 10. There shall be no discrimination against the company in the 
matter of publishing tariffs and routing. In all publication. of. rates, tariffs 
and routing, covering the territory in which the company’s road is situated, 
the company shall be treated in the same manner as the trunk lines, except 
that nothing it, this section shall be construed to require the establishment 
of joirt rates where joint rates were not in effect at the commencement of 
federal control. 

Section 11. It is expressly agreed that if in the opinion of the director 
general a necessity shall arise making it necessary or desirable for any 
purpose connected with the war, for the director general to take into his 


own hands the possession, control and operation of said railroad and the 
properties herein described, he shall have the right to do so. In such event 
this contract shall be terminated and a new contract made providing for the 
payment of compensation as provided by the Federal Control Act; and if in 
the meantime it becomes necessary in his opinion to issue any orders of 


directions to said company affecting the movement of troops or war supplies, 
said cumpany shall obey such orders or directions. 

Section 12. In view of the foregoing covenants and agreements, and 
subject thereto, the order of relinquishment issued on the ...... day 
June, 1918, is hereby rescinded and set.aside as of the date when the sa 
was issued; and the said railroad and the properties herein described are 
hereby brought fully within the terms and under the control of the s 
Federal Control Act, the same in all respects as if the said order of re! 
quishment had not been issued. 

Section 13, The director general will formulate definite rules and regu- 
lations governing exchange transportation, which rules and regulations sh 
be made applicable to the company without discrimination. 
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Orders Issued by the Regional Directors 


These Are of Special Interest Because in Many Cases They 
Interpret or Amplify General Orders 


Southwestern regional director recommends that steps 

be taken at opportune times, or when it becomes neces- 
sary for any reason to rearrange offices, to place train des- 
patchers in a room by themselves. He states that on a 
number of roads in this region it is quite a prevalent practice 
to locate train despatchers in the same room with the chief 
despatcher, telegraphers and clerks. He asserts that from a 
safety first standpoint it is highly desirable that the des- 
patchers be located so that they will be subject to as little 
intrusion and interruption when on duty as possible. 

Shipments for Account of War Work Council Y. M. C. A. 
—The Southwestern regional director in Circular 121 and 
the Eastern regional director in Order 3000-429 announce 
that the director general has notified the general secretary of 
the National War Work Council of the Y. M. C. A. that the 
provisions of General Order No. 25 and circulars bearing 
upon credits and bonds do not apply to shipments for their 
account. 

Number of cars in Troop Trains.—Order 97, Southwest- 
ern regional director—same as Supplement 1 to Circular 22 
of Northwestern regional director. See page 732 of Railway 
Age of October 25. 

Denomination of Bills Tendered in Payment for Tickets. 
In Order 98 the Southwestern regional director states that 
the Bureau of Suggestions and Complaints has received a 
number of complaints by reason of disputes concerning the 
denomination of bills tendered in payment for tickets. Here- 
after all ticket clerks, particularly in the larger offices, will 
announce to passengers definitely and audibly the denomina- 
tion of bills at the time they are presented in payment for 
tickets. 

Posting of Printed Matter on Railroad Premises.—Order 
3000-430 of the Eastern regional director refers as follows to 
his letter of October 1, in regard to posting of printed matter 
on railroad premises: 


Recently a request has been made on one of the. railroads by the United 
States Employment Service to post a sign in a depot reading, “United 
States Employment Service,” with the street number and the name of the 
town. The Department of Labor has a distinct understanding with the 
Railroad Administration that requests for the posting of signs in depots or 
elsewhere will not be presented to the individual roads, but that all such 
requests must be presented at Washington, Every request of this character, 
therefore, should be denied. 


Maintenance of Air Brakes on Freight Cars—In Order 
99 the Southwestern regional director states that the general 
condition of air brakes on freight cars is such as to require 
immediate and continued careful attention. The following 
instructions are effective at once: 


1. After the air brakes are cleaned and tested the air pipe should be 
properly fastened in place to prevent the rattling and breaking of joints 
and all leaks made tight. 

2. Trains made up in transportation yards should have the brakes tested 
and all leaks remedied before departure. This should also be done on all 
cars passing over shop racks. 

3. Railroads should endeavor to clean, test and put in good condition, 

all automatic brake equipment on freight cars. The number of brakes thus 
repaired each month should be equal to at least one-tenth of the equipment 
owned by that road. 
4. Federal managers should see tc it that a record is maintained by 
«© mechanical department to show the amount of this work that is done, 
d be prepared to make complete reports to the office of the regional 
ector npon request. 


Interpretation of General Order 15—Industry Tracks.— 
In Circular 119 the Southwestern regional director quotes an 
interpretation by Walker D. Hines, assistant director general, 
f paragraph (e) of General Order 15. General Order 15 re- 
quires industries to pay for, own and maintain that part of 
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an industry track beyond the right-of-way of the railroad 
company. Paragraph (e) gives the railroad the right to use 
the industry track when not to the detriment of the industry. 
With reference to paragraph (e) Mr. Hines states that in 
cases where federal managers are satisfied that the plant 
deals in a commodity which in itself presents an inherent 
hazard of fire or explosion of exceptional character, or that 
other permanent conditions connected with the plant present 
hazards of fire or explosion to such an extent that it is 
permanently and constantly to the ‘detriment of the industry” 
to permit operations upon the track which are not required 
for the industries’ own business, paragraph (e) need not be 
insisted upon. 

Diversion of Carload Freight in Transit—The Southern 
regional director in circular letter No. 404, dated October 
22, gives instructions to govern where carload freight is 
diverted en route to direct routes or because of embargoes or 
congestions. A notation should be made on waybills showing 
that the routing was changed by direction of the regional 
director, under authority of the director general’s order No. 
1, and a postal advice card should be sent to the consignee on 
a prescribed form. On arrival at destination of shipments 
which have been diverted in transit, agents, in addition to 
notifying consignee, will notify agent of the line by which 
shipment was originally routed and indicate it on the way- 
bill. This is necessary to.insure against delay where con- 
signee or consignor has placed instructions for delivery or 
reconsignment in advance of arrival of order with the line 
over which it was expected shipments would move. 

Incandescent Electric Lamps—The Eastern regional 
director in Order 3000-431 states that the United States Fuel 
Administration has formulated a program of fuel conservation 
through the discriminating use of the most efficient types and 
the most suitable sizes of imcandescent electric lamps. The 
following features are embodied in the suggested program: 

1. Abandon the manufacture of standard 20-watt (S14), 60 and 120-watt 
carbon filament lamps of the 100-130 volt range. 

2. Abandon the manufacture of 30 and 60-watt standard round bulb 
multiple carbon filament lamps, 

3. Abandon the manufacture of standard 120-130-volt range carbon fila- 
ment lamps of types used principally for decorative purposes. 

4. Disccurage the use of carbon filament lamps except where the tungsten 
filament lamp cannot be used. 

5. Abandon the use of metallized carbon filament (Gem) lamps. 

6. In industrial and commercial installations use a smaller number of 
large high efficiency gas filled tungsten lamps instead of smaller less efficient 
lamps. 

7. Use lamps of sizes which will provide no more than the necessary 
illumination. 

8. Use gas filled tungsten lamps where practicable instead of a vacuum 
tungsten lamp of 100-watts and larger. 


9 Extinguish lamps whenever their light is not needed. 
10. Eliminate extravagant and wasteful lighting. 


It has been decided that the Railroad Administration 
shall adopt the suggestions of the Fuel Administration quoted 
above, in so far as they apply to the railroads. 

Routes for Perishable Traffic—The Southern regional 
director has issued a circular to fruit and vegetable shippers 
describing new arrangements for the routing of perishable 
traffic to eastern and western gateways, modifying the rules 
established in March in the hope of still further expediting 
this important traffic. Prior to last season many routes were 
available for the movement of perishable traffic from Florida 
to eastern and western markets, almost all of which were 
utilized. This resulted in the business being divided so that 
some of the lines were unable to give such special service as 
would otherwise be obtained. In March some of these routes 
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were discontinued with the view that so far as possible the 
perishable traffic might be moved to destination by particular 
routes and in trainload quantities. The result of this change 
was gratifying and overcame to a large extent the complaints 
which had previously been made with regard to delays in 
traffic. The new routes are outlined in detail in the circular. 
A service bureau has been established at Jacksonville, Fla., 
which will keep informed as to the movements of fruit and 
vegetables and will arrange for diversion or reconsignment of 
shipments and special agents have been appointed at 12 
cities which will furnish the Jacksonville Service Bureau 
with such passing reports as may be required and will ar- 
range for such reconsignments and diversions as may be 
directed. 

Protection of Perishable Freight——The Northwestern and 
Southwestern regional directors have issued Circulars 50 and 
100 respectively, containing a number of suggestions in con- 
nection with the handling of perishable freight during the 
winter. The circular was issued both as a food conservation 
and as a claim prevention measure. Attention is’ called to 
the enormous loss of perishable food products through 
freezing in transit. Agents are requested to discourage ship- 
pers from forwarding perishable freight during unfavorable 
weather conditions or when advance weather reports indicate 
cold temperatures even though refrigerator cars may be 
available for loading. Exposure in warehouses and on open 
platforms should be avoided wherever possible and prefer- 
ence should be given to the loading of such 1. c. 1. shipments 
when accepted for transportation. Prompt delivery at des- 
tination should be rigidly enforced. Train crews should be 


warned of the necessity of keeping the train despatchers ad-. 


vised of carload perishable freight in trains, especially dur- 
ing the approach of low temperatures so that protection may 
be arranged for when possible. A close check should be 
kept on all cars of perishable freight passing terminals and 
of deliveries to connections to avoid delays and mishandling 
to the utmost. 

Working Relations with Relinquished Short Lines. — 
The Southwestern regional director in Order 96 and the 
Eastern regional director in Order 3000-428 announce that 
the same recognition will be given to the short lines as to the 
government-controlled lines in the matter of routing as well 
as in the closing of unduly circuitous routes. Officers of 
federal lines will respect routing via non-controlled lines 
when desired by shippers or indicated on bills-of-lading or on 
connecting lines’ billing, when such routing is not unduly 
circuitous. If, for the sake of efficiency, it is desirable to 
divert the traffic from private lines, a careful record of such 
diversion will be kept with a view of reimbursing those lines 
with other traffic. 

Advances or reductions in the non-controlled lines’ propor- 
tions of the existing joint rates will not be made without 
first securing the authority of the regional director. If, how- 
ever, in the judgment of any officer of an administration line, 
the non-controlled proportions are unfair, the facts, accom- 
panied by a statement containing the reasons for this opinion, 
should be forwarded promptly to the regional director. 

In case a non-controlled line has only one trunk line con- 
nection, it should be accorded the same treatment as a shipper 
of freight local to the latter line and should receive its pro 
rata of available cars. In case it has two or more trunk line 
connections, the latter should analyze the freight movement 
and agree upon a plan whereby each line will furnish its share 
of equipment to the short line. 





To E.ecrriry Swiss Roaps.—Press despatches report an an- 
nouncement by the Lausanne Revue that the United States has 
offered to make a loan of 750,000,000 francs ($150,000,000) to 
Switzerland in order to electrify the railways. Switzerland thus 
would become independent of German coal. 
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A New Floor Surface for Slopes 


HE STUDIES made incident to the installation and main- 
T tenance of the ramps and stairs in the Grand Centra] 
Terminal at New York have constituted a very inter- 
esting problem. Preceding and during the construction 
of the station ramps finished with different wearing surfaces 
were laid on various grades and the effect of these 
various installations on the public using them was ob- 
served to determine as nearly as possible the most suit- 
able grades and surfaces. ‘The primary object of these 
experiments was to secure a wearing surface in both the 
ramps and stairs that would ensure safety to pedestrians. 
Fast walking surfaces were of hardly less importance be- 
cause of the great number of people passing through the 
station daily; and because of the large area embraced in the 
ramps and stairs, long wearing qualities were essential. 
Since the completion of the station the traffic has increased 
at a rate of approximately 9.0 per cent per year. This per- 
centage of increase is based on the number of passengers 
carried, excluding the traffic arising from the use of the 
building by the public having occasion to pass through the 
station for reasons other than a train journey. Based on 
actual count more than 60,000 persons pass over certain 
of the more important ramps daily and more than 20,000 
persons have occasion to use certain of the stairways every 
24 hours. Because of the increasing importance of handling 





A View of One of the Ramps in the Grand Central Terminal, 
New York 


this traffic with as little delay as possible and the fact that 
some of the surfaces adopted as a result of the preliminary 
experiments became worn or slippery or both, with the pass- 
age of time the experimentation with different materials has 
been kept up constantly. 

In connection with these continuous experiments, a test 
installation of 100 per cent non-slip Solry tile on a 10 per 
cent ramp for pedestrians was made about five years ago. 
This material is manufactured in four or five colors as re- 
quired and furnished with or without the non-slip feature. 
In the ramps at Grand Central the non-slip surface was 
essential. Since its application no accidents from slip- 
ping have occurred and careful counts of pedestrians pass- 
ing indicate that in addition to the non-slip feature the sur- 
face is fast, or in other words. its use makes for rapid 
handling of the traffic. The excellent results obtained from 
the test installation led to its use in other ramps and for stair 
treads and landings. 

The material is a combination of cement, grit and an al 
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sive. It is manufactured in squares of 6 in., 18 in. or 
24 in. in tile made by pouring the mixture into forms and 
letting it set, or it may be laid in plastic form and cut to the 
size required. It is used in both forms at the Grand Central 
Terminal. 

When put down in plastic form the joints are cut to any 
width specified and filled in with the same material so that 
an even wearing surface is presented. The joints are cut 
through to the base to take care of expansion and contrac- 
tion, and then the surface is cut to produce any form or 
shape required. In plastic form the risk of tile working 
loose is avoided and the cutting of tile to fit along walls 
and curves which generally results in an unsatisfactory 
condition is done away with. The plastic method is also 
less expensive than tile. 

The exeriments in the Grand Central Terminal have dem- 
onstrated the importance of continuing non-slip surfaces 
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beyond the’ end of the ramp and stair. By so doing the 
pedestrian leads right from the ramp or stair and picks up 
speed’ rapidly when passing to the level surface. It has 
been found that the Solry surface presents the same favor- 
able features on flat surfaces as on grades. 

This surface has also given satisfactory service at Grand 
Central on ramps and platforms used jointly by pedestrians 
and trucks, the material giving no indication of raveling 
under the action of truck wheels. It is further claimed for 
the surface that it is dustless, thus reducing the expenses 
for cleaning. 

In addition to its use in the Grand Central Terminal, 
installations of this surface have been made by the Inter- 
borough Rapid Transit Co., in New York; in the Union 
Station at Toronto and in the Union Station at Richmond, 
Va. It is manufactured by the Solry Tile Co., Inc., Brook- 
lyn, New York City. 


Standard Scales of Class Rates Are Proposed 


Government Control and Absence of Competition May Allow 
Adoption of a Scientific System 


HE RAILROAD ADMINISTRATION is proposing to stand- 
t ardize class freight rates on a basis intended to 
eliminate the discriminations and inequalities result- 
ing from differences between the rates in various states and 
between state and interstate rates and to bring about a 
greater degree of uniformity in those sections of the country 
where conditions of transportation, density of traffic and of 
population, etc., are similar. 
Director General McAdoo has submitted to the Interstate 
Commerce Commission and the state railroad commissions 




















Zones for Proposed Standard Scales of Class Rates 


a system of tentative class rate scales, graded according to 
mileage, for adoption in place of existing scales in southeast- 
ern territory, cast of the Mississippi river and south of the 
Ohio river and the main line of the Norfolk & Western; also 
in all of the state west of the Mississippi river and Wisconsin 
«nd Minnesota. No new scale is proposed at present for Offi- 
cial Classification territory, north of the Ohio and east of 
‘he Mississippi, because the rates in that territory are already 
on a more uniform basis than in other parts of the country 
nd have been approved by the Interstate Commerce Com- 
mission, which has itself prescribed a distance scale for 
Central Freight Association territory. 

Four scales of class rates are proposed, three of which 





are related to each other on a percentage basis. These are 
the 100 per cent scale, the 75 per cent scale, the 120 per 
cent scale and an alternative scale proposed as a possible 
substitute for the 100 per cent scale for southern terri- 
tory. 

The plan contemplates a division of the territory west of the 
Mississippi into zones within which it is proposed to apply 
the scales to both intrastate and interstate traffic as follows: 
In Iowa, Wisconsin, Minnesota and Missouri north of the 
Missouri river, the 75 per cent scale; in North Dakota, South 
Dakota, Nebraska, Kansas Oklahoma, Arkansas, Missouri, 
south of the Missouri river Louisiana west of the Mississippi 
river and Texas common point territory, the 100 per cent 
scale; in California, Oregon and Washington also the 100 
per cent scale. For Arizona, New Mexico, Colorado, Utah, 
Wyoming, Idaho. Montana and Texas differential territory 
the 120 per cent scale is suggested. 

The line dividing Texas common point territory from 
Texas differential territory is drawn through Amarillo, Lub- 
bock; Big Spring, San Angelo, San Antonio and Corpus 
Christi the common point territory being east and differential 
territory west of that line. 

The 100 per cent scale is exactly the same, except for its 
extension to 1,000 miles, as that recently agreed upon for 
application in the state of Oklahoma as a result of a con- 
ference between Director General McAdoo and the railroad 
commissioners and some representative shippers of that state, 
to whom it was entirely satisfactory. 

For the southeastern territory two alternative scales are 
suggested, the first being the same as that offered for ap- 
plication in 100 per cent western territory for use with the 
Western Classification, and the second being a special scale 
designed to be used in connection with the Southern Classi- 
fication. It is hoped that the people of the southeast may 
find it advantageous to adopt the western scale and the 
Western Classification in place of the Southern, which the 
Railroad Administration traffic officials feel would not only 
prove a great convenience to the shipping public but also a 
long step toward a uniform classification. 

The four scales of proposed rates are reproduced herewith. 
They range up to 1,000 miles, except that for 75 per cent 
western territory, which runs only up to 600 miles. It will 
be noted that the rates are graduated by 5-mile stages up to 
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150 miles, by 10-mile stages from 150 to 210 miles, by 15- 
mile stages from 210 to 300 miles, and by 25-mile stages 
from 300 to 1,000 miles. The rates for the various classes 
bear the recognized and approved percentage relation to 
each other and the rates for the various zones have the same 
percentage relation to each other for each distance as the 
percentage relation of the zones, except as this is modified by 
the disregard of fractions. 

The plan does not contemplate that the scales should be 
applied to traffic moving from one territory to another except 
within the state of Texas but that the present inter-terri- 
torial rates shall be continued. 


Scales Are Only Tentative 


The proposed scales have been sent to the chairmen of the 
state railroad commissions with letters explaining them over 
the signature of the director general, and also to commercial 
organizations. Emphasis is laid on the fact that they are 
only tentative and that there is no purpose to force any par- 
ticular plan or schedule of rates, but that suggestions and 
criticisms are invited. The advice of the Interstate Com- 
merce Commission is being sought as provided for in the 












































Percentages....... 100 85 70 60 47 51 40 30 25 20 
a 2 3 4 5 A B Cc D E 
Miles. 

5 25 21 18 15 12 13 10 8 6 5 
10 27 23 19 16 13 14 ll 8 7 5 
15.. 29 25 20 17 14 15 12 9 7 6 
20. 31 26 22 19 15 16 12 9 8 6 
Reber 33 28 23 20 16 17 13 10 8 7 
30. 35 30 25 21 16 18 4 ll 9 7 
35... ae ae 31 26 22 17 19 15 Mu 9 7 
en nates 39 33 27 23 18 20 16 12 1 8 
45.. 41 35 29 25 19 21 16 12 10 8 
epee 43 37 30 26 20 22 17 13 ll 9 
55.. 45 38 32 27 21 23 18 14 li 9 
Ree tge 46 39 32 28 22 23 18 14 12 9 
ccs ehcscui 48 4l 34 29 23 24 19 14 12 10 
papi: 49 42 «4 29 23 25 15 12 10 
_ Ree Reree 51 43 36 31 24 26 20 15 13 10 
 pbistaspis 52 44 36 31 24 27 21 16 13 10 
Bo. ie cece 54 46 38 32 25 28 22 16 14 11 
90 55 47 39 33 26 28 22 17 14 ll 
95 57 48 40 34 27 29 23 17 14 ll 
100... 58 49 41 35 27 30 23 17 15 12 
105... 60 51 42 36 28 31 24 18 15 12 
110 61 52 43 37 29 31 24 18 15 12 
115 54 44 38 30 32 25 19 16 13 
120.. 64 54 45 38 30 33 26 19 16 13 
125. 66 56 46 40 31 34 26 20 17 13 
130 67 57 47 40 31 34 27 20 17 13 
135 69 59 48 41 32 35 28 21 17 14 
140 70 49 42 33 36 28 21 18 14 
145 72 61 50 43 34 37 29 22 18 14 
150 73 62 51 44 34 37 29 22 18 15 
160 76 53 46 36 39 30 23 19 15 
170... 79 67 55 47 37 40 32 24 20 16 
Iso 82 70 57 49 39 42 33 25 21 16 
190 85 72 60 51 40 43 34 26 21 17 
200 88 75 62 53 41 45 35 26 22 18 
210 91 17 64 55 43 46 36 27 23 18 
225 95 81 67 57 45 48 38 29 24 19 
240 99 84 69 59 47 50 40 30 25 20 
255 103 88 72 62 48 53 41 31 26 21 
270 106 90 74 64 50 54 42 32 27 21 
285 109 93 76 65 51 56 44 33 27 22 
300 112 95 78 67 53 57 45 34 28 22 
325 117 99 82 70 55 60 47 35. 29 23 
350 122 104 85 73 57 62 49 a 24 
375 127 108 89 76 60 65 51 38 32 25 

132 112 92 79 62 67 53 40 33 26 

425 137 116 96 82 64 70 55 41 34 27 
450 142 121 99 85 67 72 57 43 36 28 
475 46 | (124 102 88 69 7 58 44 37 29 
150 128 105 90 71 17 60 45 38 30 

525 154 131 108 92 72 79 62 46 39 31 
550 158 134 111 95 74 81 63 47° 40 32 
575 162 138 113 97 76 83 65 49 41 32 
600 166 141 116 100 78 85 66 50 42 33 
625 169 144 118 101 79 86 68 51 42 34 
650 172 146 120 103 81 88 69 52 43 34 
675 175 149 123 105 82 89 70 53 A4 35 
7 178 151 125 107 84 91 71 53 45 36 
728 181 154 127 109 85 92 72 54 45 36 
750 184 156 129 110 86 94 74 55 46 37 
778 187 159 131 112 88 95 75 56 47 37 
sao 190 162 133 114 89 97 76 57 48 38 
193 164 135 116 91 98 17 58 48 39 

850 196 167 137 118 92 100 78 59 4S 39 
875 199 169 139 119 94 101 80 60 50 40 
202 172 141 121 95 103 81 61 51 40 

925 174 144 123 96 105 82 62 51 41 
177 146 125 98 106 83 62 52 42 

975 211 179 148 127 99 108 84 63 53 42 
1000 214 182 150 128 101 109 86 64 54 43 








Standard Scale of Class Rates for 100 Per Cent Western 
Territory, Applying Western Classification. This Scale 
Is Also Proposed for Southeastern Territory. 


eighth section of the federal control act and it is expected that 
hearings will be held by that body to the end that the 
widest possible investigation as to the propriety and reason- 
ableness of the plan may be made. In addition they have 
been sent to the various traffic committees appointed by the 
Railroad Administration, consisting of both railroad men and 
representatives of the shippers, that they may analyze them 
and offer constructive criticisms and suggestions. 
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The director general’s letter to the chairman of a state 
commission in the proposed 100 per cent western territory 
is as follows: 

“I have long felt that the rates of transportation, state 
and interstate, should be uniform in those sections where 
the conditions of transportation are substantially identical. 
Certainly when the Government of the United States is 
performing the service there should be no discrimination 
between citizens as to the compensation paid. Apparently 


this can only be accomplished by prescribing uniform sched- 
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Percentages...... 100 | 85 70 60 47 51 40 30 23 | 2 

eee 1 | 2 3 4 5 A | B Cc D | £E 

| 

21 18 15 12 13 10 8 6 | 5 
21 18 15 12 13 | 10 8 6 5 
21 18 15 12 13 | 10 8 6 5 
21 18 15 12 13 | 10 8 tf « 
21 18 15 12 13 10 s 6 | 5 
22 18 16 12 13 | 10 8 TA £ 
24 20 17 13 14 11 8 7 | 6 
25 20 17 14 15 .| 12 9 7 6 
26 22 19 15 16 12 9 i << 
27 22 19 15 16 13 10 8 6 
29 24 20 16 Mu 14 10 9 7 
30 25 21 16 18 14 11 9 7 
31 25 22 17 is | 14 ll 9 7 
31 26 22 1° 19 | 15 u 9 7 
32 26 23 18 19 15 il 10 8 
33 27 23 18 20 | 16 12 10 8 
34 28 24 19 20 16 12 10 8 
35 29 25 19 21 16 12 10 8 
37 30 26 20 22 17 13 ll 9 
37 31 26 21 22 18 13 ll 9 
38 32 27 21 23 18 14 11 9 
39 32 28 22 | 23 18 14 12 9 
40 33 28 22 | 24 19 14 12 9 
41 34 29 Ss iS 19 14 12 10 
42 34 29 23 | «25 20 15 12 10 
43 35 30 24 26 20 15 13 10 
44 36 31 “a i @ 21 16 13 10 
45 37 32 2 | 2 41 16 13 11 
46 | (O38 32 23 | 2 22 16 14 11 
47 39 33 26 28 22 17 14 il 
48 40 34 27 29 23 17 14 11 
50 41 35 28 30 24 18 6 | 12 
53 43 37 29 32 25 19 % 6] «(2 
54 45, 38 30 6| «633 26 19 6 | 13 
56 46 40 31 | 34 26 20 17 13 
58 48 41 32 35 27 20 17 | 4 
60 50 43 33 | 36 28 21 18 | 14 
63 52 44 35 | 38 30 22 19 15 
65 54 46 36 39 31 23 19 15 
68 56 48 38 41 | 32 24 20 | #16 
70 57 49 39 42 33 25 | 2 16 
m | 5s | so | 39 | 43 | 34 23 | 2 | a 
15 62 53 41 45 | 35 26 | 18 
78 64 55 43 | 37 28 23 18 
81 67 57 45 | 48 38 29 24 6] «1S 
84 69 59 47 | 40 30 25 20 
88 72 4 48 | 53 = 4 = 
91 15 50 4 32 2 2 
94 77 66 52 | 56 44 33 23 | 2 
96 79 68 53 | 58 45 34 28 23 
99 81 70 55 | 59 | 46 35 29 23 
101 83 71 56 61 48 36 30 24 
104 85 73 57 | 62 49 37 31 | 24 
| 106 88 15 59 | (G4 | 50 38 | (31 | 25 








Standard Scale of Class Rates for 75 Per Cent Western 
Territory, Applying Western Classification 


ules for application over those territories which are similarly 
affected. 

“With this in view, I have caused to be prepared, and here- 
with hand you, several copies of the proposed ‘Standard 
Scale of Class Rates for 100 per cent Western Territory’ 
which it is suggested shall apply intra and interstate within 
the territory consisting of the states of North Dakota, South 
Dakota, Nebraska, Kansas, Oklahoma and Arkansas; that 
portion of the state of Missouri south of the Missouri 
River; that portion of the state of Louisiana west of the 
Mississippi River, and that portion of the state of Texas 
known as Texas Common Point territory, as described in 
Railroad Commission of Louisiana vs. A. H. T. Railway 
Company, 48 I. C. C. 312, except that portion of the Pan- 
handle & Santa Fe Railroad west of Canyon, Texas. It is 
also proposed to apply this scale intra and interstate between 
points in the states of California, Oregon and Washington. 

“It is not my idea that these scales should apply inter- 
territorially; for instance between two points one of which 
is in 75 per cent and the other in 100 per cent territory. 
The only exception to this is that it is proposed to apply 
inter-territorially within the boundaries of the state of Texas, 
the scale of 100 per cent territory in conjunction with the 
scale of differential rates set forth in Railroad Commission 
of Louisiana vs. A. H. T. Railway Company, 48 I. C. C. 
312, without, however, the increase as provided for in general 
order No. 28 between points in Texas in 100 per cent terri- 
tory and points in Texas in 120 per cent territory, in ex- 
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actly the same manner and to the same extent as is provided 
for in the above mentioned order of the Interstate Commerce 
Commission. It is believed the overhead or specific rates, 
which will be continued in effect, will amply protect inter- 
territorial traffic, as well as the few interstate movements 
beyond the maximum distance for which the proposed sched- 
ule is fixed within 100 per cent territory. 

“You are requested to consider whether the scale pro- 
posed is properly constructed and inherently reasonable for 
application within your state. Of course, you will under- 
stand that the prescribing of a uniform scale of class rates 
does not mean the discontinuance of all commodity rates, nor 
































Percentages. ..... 100 85 70 60 47 51 40 30 25 20 
Classes siecobad 1 2 3 4 5 A B Cc D E 
Miles. 

5 18 15 12 13 10 8 6 5 
20 17 14 15 12 9 7 6 
23 20 16 17 13 10 8 7 
26 22 17 19 15 ll 9 7 
28 24 19 20 16 12 10 8 
29 25 20 21 17 13 ll 8 
31 26 21 22 18 13 ll 9 
32 28 22 23 18 14 12 9 
34 29 23 24 19 14 12 10 
35 30 24 26 20 15 13 10 
38 32 25 28 22 16 4 ll 
39 33 26 28 22 17 14 ll 
41 35 27 30 23 17 15 12 
41 35 28 30 24 18 15 12 
43 37 29 31 24 18 15 12 
43 37 29 32 25 19 16 12 
46 39 31 33 2€ 20 16 13 
46 40 31 34 2€ 20 17 13 
48 41 32 35 27 20 17 14 
49 42 33 36 28 21 18 14 
50 43 34 37 29 22 18 14 
51 44 34 37 29 22 18 15 
53 46 36 39 30 23 19 15 
54 46 36. 39 31 23 19 15 
55 47 37 40 32 24 20 16 
56 48 38 41 32 24 20 16 
58 50 39 42 33 25 21 17 
59 50 39 43 34 25 21 17 
60 52 40 44 34 26 22 17 
62 53 41 45 35 26 22 18 
64 55 43 46 36 27 23 18 
67 57 45 48 38 29 24 19 
69 59 46 50 39 29 25 20 
71 61 48 52 41 31 26 20 
74 64 59 54 42 32 27 21 
76 65 51 56 44 33 27 22 
80 68 54 58 46 34 29 23 
83 71 56 61 48 36 30 24 
87 74 58 63 50 37 31 25 
89 76 60 65 51 38 32 25 
92 79 62 67 52 39 33 26 
94 80 63 68 54 40 34 27 
98 84 66 71 56 42 35 28 

102 88 69 74 58 44 37 29 
106 91 71 78 61 46 38 30 
1ll 95 74 81 63 47 40 32 
115 98 77 84 66 49 41 33 
119 102 80 87 68 51 43 34 
123 105 82 89 70 53 44 35 
126 108 92 72 54 45 36 
130 lll 87 94 74 56 46 37 
133 114 89 97 76 57 48 38 
136 116 91 99 78 58 49 39 
139 119 94 101 80 60 50 40 
142 122 95 104 81 61 51 41 
144 124 97 105 82 62 52 41 
147 126 99 107 84 63 53 42 
1 128 101 109 86 64 54 43 
152 130 103 lll 87 65 54 43 
155 133 104 113 88 66 55 44 
157 134 105 114 90 67 56 45 
160 137 107 116 91 68 57 46 
162 139 109 118 93 70 58 46 
164 141 110 94 71 59 47 
167 143 112 122 96 72 60 48 
169 145 114 123 97 73 61 48 
172 148 115 125 98 74 62 49 
175 150 118 128 100 75 63 50 

152 119 101 76 63 51 
180 154 121 131 103 77 64 51 




















Standard Scale of Class Rates for 120 Per Cent Western 
Territory, Applying Western Classification 


even that exceptions may not be made to the class rates them- 
selves under special circumstances. 

“I am sending these same schedules to the Interstate Com- 
merce Commission, with the request that after full investi- 
gation it will advise me what ought to be done in reference 
to the establishment of these scales. I am also sending these 
scales to the freight traffic committees within the territory, 
and to various commercial organizations. 

“If agreable, I would be glad to have the various state 
commissions express their views to the Interstate Commerce 
Commission; but if preferred, they can address me per- 
sonally. 

“T am also requesting my directors of traffic and of public 
Service to take this matter up, either with individual com- 
Missions, or with some body representing all commissions in 
the affected territory, as you may desire. 

“IT am especially anxious that you shall understand that 
I am not wedded to any theory or any schedule. My purpose 
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is to bring on a full and intelligent discussion of this whole 
subject, to the end that what is right and in the public inter- 
ests may prevail. Similar schedules will be presented in 
other parts of the country.” 


Breaking Down Rate Walls 


The same letter, with the exception of the description of 
the territory in the second paragraph, was sent to the other 
commissions. 

In working out the plan for a revision of class rates it has 
been the purpose of the Railroad Administration traffic effi- 
cials to take advantage of the fact of government control and 
the absence of competition between railroads to bring about 
the adoption of a “scientific” system of rates, based on cost 
of service as measured by distance, and to take advantage of 
the freedom from the control of the state commissions to do 
away with the confusion and discriminations resulting from 
the multiplicity of rate regulating bodies and the conflicts 
between state and interstate jurisdiction. While it is desired 
not to antagonize the state commissions but to secure their 
co-operation, it is hoped to break down some of the “rate 
walls” erected at the state boundaries in many instances by 
the efforts of state commissions to favor the shippers of their 
states as against those from outside. While some communi- 
ties would be deprived of advantages they have had over 
others, it is believed that the loss of these will be compensated 
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Percentages....... 100 86 s | o | se | 4s 35 40 30 25 
eS: 1 2 ; 4 | 5 | 6 A B c D 
| 
25 22 19 Si oe 9 10 8 6 
28 24 21 3 | 15 | 12 10 11 8 7 
31 27 24 2 | 6 | 4 ll 12 9 8 
34 29 26 22 | 148 | 15 12 14 10 9 
37 32 28 2a | 4-19 16 13 15 11 9 
40 34 "30 26 a | tt 14 16 12 10 
42 36 32 27 22 18 15 17 13 ll 
44 38 33 28 3 | 15 18 13 1 
46 40 35 2 =| «20 16 18 14 12 
48 41 36 31 2 | 21 17 19 14 12 
50 43 38 32 2 6| «22 18 20 15 13 
52 45 40 33 27 23 18 21 16 13 
54 46 41 35 (| «8 24 19 22 16 14 
56 48 43 | 36 29 25 20 22 17 14 
58 50 44 37 30 25 20 23 17 15 
60 52 46 | #38 31 25 21 24 18 15 
62 53 47 | 40 32 27 22 25 19 16 
64 55 49 41 33 28 22 26 19 16 
66 57 50 | 42 34 28 23 26 20 17 
68 58 52 | 44 35 30 24 27 20 17 
7 61 54 | 45 37 | «731 25 28 21 18 
74 64 56 | «(47 38 33 26 30 22 19 
77 66 59 49 40 34 27 31 23 19 
80 69 61 51 42 35 28 32 24 20 
83 71 “63 53 43 37 29 33 25 21 
85 73 65 54 44 30 34 26 21 
75 66 56 45 38 30 35 26 22 
89 17 68 | 57 46 39 31 36 a7 -' 2 
91 78 69 | 58 47 40 32 36 27 23 
9 71 60 48 41 33 37 28 23 
95 82 73 61 49 42 33 38 29 24 
84 74 63 51 43 34 39 29 25 
101 87 17 65 53 44 35 40 30 25 
104 89 79 67 54 | 46 | 36 42 31 26 
107 92 81 | 68 56 | «(47 37 43 32 27 
110 95 84 | 70 57 | «48 39 “4 | «633 28 
112 96 85 72 58 49 | 39 ry | 28 
115 99 87 74 | 51 40 46) 34 29 
118 101 90 76 61 52 | 41 47 | 35 30 
121 104 92 77 63 53 42 48 | 36 30 
107 94 79 | 55 43 50 38 31 
109 97 81 66 | 56 44 Si | 38 32 
130 112 cs) 83 68 | 57 | 46 52 39 33 
133 114 101 | 85 oie | = 53 40 33 
135 116 103 | 86 70 59 47 54 41 34 
138 119 105 | 88 72 61 48 55 41 35 
140 120 106 | (90 73 | 62 49 56 42 35 
143 123 109 92 74 63 50 57 | 43 36 
145 125 110 93 75 64 51 58 44 36 
148 127 112 95 77 65 52 59 44 37 
150 129 114 % | 78 66 53 60 38 
153 132 116 98 | 80 67 54 61 46 38 
155 133 118 9 | 81 68 54 62 47 39 
158 136 120 101 82 70 55 63 47 40 
160 138 122 102 £3 70 56 64 48 40 
163 140 124 104 | «85 72 57 65 49 41 
165 142 125 1066 | 83 [3 58 66 50 41 
168 144 128 108 | 87 w4 59 67 50 42 
170 146 129 | 109 £8 75 60 68 51 43 
173 149 131 111 $0 76 61 69 52 48 
175 151 133 112 | 91 7 61 70 53 “4 
178 | 153 135 14 | 93 | 7 62 71 53 45 
s 180 | 155 137 115 | 94 79 63 72 54 45 
ES Ce eae oe 183 | 157 139 117 95 81 64 73 55 46 
1000... .. cient oe | 159 141 118 | 9% | 81 6 | 74 56 46 
1 ' | 
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for in many instances by the opening up of new opportuni- 
ties in other directions. Many of the state commissioners 
have learned in advance of the plans being worked out and 
have been in Washington expressing some misapprehensions 
as to their effect. 

The standard scales are also expected to effect an impor- 
tant simplification of tariff publications. 





Doings of the United States Railroad Administration 


Some of the More Important Activities This Week 
Are Covered in Separate Articles 


IRECTOR GENERAL McApoo left Washington on Sun- 

D day for an inspection trip over the lines of the Norfolk 
& Western and lines in the central west and as far as 
Duluth, Minn. He was at Roanoke, Va., on Monday and 
was accompanied over the Norfolk & Western by Regional 
Director Maher of the Pocahontas Region and officers of the 
road. He arrived at Columbus, O., Monday night and left 
Tuesday morning over the Pennsylvania lines for St. Louis. 
He was expected to be at Chicago on Wednesday, at Duluth 
on Thursday and at Chicago again on Saturday, returning to 
Washington after an absence of about eight days. The 
itinerary, in addition to the roads named, included the IIli- 
nois Central, the Soo Line, the Great Northern, the Duluth, 


Missabe & Northern, the Chicago, St. Paul, Minneapolis & . 


Omaha and the Chicago & North Western. The ‘director 
general was acompanied by C. R. Gray, director of the Divi- 
sion of Operation. 


Suits to Be Brought Against Director General 


Director General McAdoo in General Order No. 50 states 
that since he assumed control of the railroads suits are being 
brought and judgments and decrees rendered against carrier 
corporations on matters based on causes of action arising 
during federal control for which the carrier corporations are 
not responsible, and that it is right and proper that actions, 
suits and proceedings based on causes of action arising during 
or out of federal control should be brought directly against 
_ the director general of railroads and not against the corpora- 
tions: 

It is therefore ordered, “that actions at law, suits in equity, 
and proceedings in admiralty hereafter brought in any court 
based on contract, binding upon the director general of rail- 
roads, claim for death or injury to person, or for loss and 
damage to property, arising since December 31, 1917, and 
growing out of the possession, use, control or operation of any 
railroad system of transportation by the director general of 
railroads, which action, suit, or proceeding but for federal 
control might have been brought against the carrier company, 
shall be brought against William G. McAdoo, director general 
of railroads, and not otherwise; provided, however, that this 
order shall not apply to actions, suits, or proceedings for the 
recovery of fines, penalties, and forfeitures. 

“Subject to the provisions of General Orders numbered 18, 
18-A and 26, heretofore issued by the director general of rail- 
roads, service of process in any such action, suit or proceed- 
ing may be made upon operating officials operating for the 
director general of railroads, the railroad or other carrier in 
respect of which the cause of action arises in the same way as 
service was heretofore made upon like operating officials for 
such railroad or other carrier company. 

“The pleadings in all such actions at law, suits in equity, 
or proceedings in admiralty, now pending against any carrier 
company for a cause of action arising since December 31, 
1917, based upon a cause of action arising from or out of the 
operation of any railroad or other carrier, may on application 
be amended by substituting the director general of railroads 
for the carrier company as party defendant and dismissing the 
company therefrom. 

“The undersigned director general of railroads is acting 
herein by authority of the President for and on behalf of the 
United States of America; therefore no supersedeas bond or 
other security shall be required of the director general of rail- 
roads in any court for the taking of or in connection with an 
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appeal, writ of error, supersedeas, or other process in law, 
equity, or in admiralty, as a condition precedent to the prose- 
cution of any such appeal, writ or error, supersedeas, or other 
process, or otherwise in respect of any such cause of action or 
proceeding.” 

Mr. McAdoo Prescribes More Direct Contact Between 
Railway Officers and Public 


Director General McAdoo has written to the regional 
directors that it is very desirable that they shall arrange 
occasionally for direct contact between the officers of the 
railroad and the public served by its line. This contact, he 
says, should be arranged for not only at the larger cities 
which were formerly regarded as highly competitive points, 
but also at those points which are local to and served only by 
the one line of railroad. 

Without limiting their discretion, the director general sug- 
gests that they may successfully accomplish this object by 
once in a while arranging trips of operating, accounting and 
traffic officers together, who shall visit city officials, boards of 
trade, chambers of commerce and important industries of 
each city or town for the purpose of informing the public why 
it was necessary, in order to meet war necessity, to do things 
in a certain way; also to explain “the advantages which have 
accrued and will accrue in the future by the improvements in 
transportation conditions worked out by the Railroad Ad- 
ministration and which are bound to be continued permanent- 
ly because of their efficiency, economy and expedition in the 
handling of traffic.” 

An opportunity will thus also be afforded, Mr. McAdoo 
says, for advising the public as to the organization in each 
region for the conduct of business and for directing them to 
the proper office with which to take up the various matters of 
rates, claims, car supply, service or other needs which may 
from time to time arise, impressing them with the fact that 
the local officers are prepared and anxious to handle all mat- 
ters of mutual interest between the communities and the rail- 
road companies, and that it is not necessary to appeal to 
Washington in the transaction of the ordinary business of 
the railroad. 

The local officers, he suggests, should be impressed with 
the importance of giving every consideration and attention to 
matters that may be brought before them, and all suggestions 
should have careful consideration; ‘“‘and there is no doubt 
that the stimulation of the local railroad agents and employes, 
as well as the satisfaction of the public, will amply prove the 
wisdom of this procedure.” 


Data to Be Furnished Corporate Officers 


P. S. & A. Circular No. 32 provides that officers of railroad 
corporations whose property is operated under federal control 
may make requests upon accounting officers of lines so 
operated for operating statements, statistics of operation, etc. 
Accounting officers of all Class I lines under Federal control 
shall, upon request of corporate officers for operating data, 
furnish them with a limited number of copies of the monthly 
reports of revenues and expenses rendered to the Interstate 
Commerce Commission. Accounting officers of other lines 
under federal control shall likewise furnish copies of montlily 
statements of revenues and expenses which are prepared for 
the information of the federal or general managers of such 
lines. 

All reasonable requests by officers of the corporations for 
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information in explanation of charges or credits to the cor- 
porations upon the federal books shall also be complied with. 
Requests for data in addition to those authorized shall first 
be submitted to Director Prouty. Arrangements should also 
be made for co-operation between federal and corporate ac- 
counting officers with respect to making the records of addi- 
tion and betterment expenditures available to reasonable 
inspection by accredited representatives of the corporation. 


Old Car Wheels in Demand 


Condemned freight cars, of which large numbers are stored 
in out of the way places, are to be required to contribute 
something to the war-time necessities of the country by fur- 
nishing old car wheels to be melted up and mixed with new 
metal to make new wheels. There is a shortage of the char- 
coal pig iron needed for making new car wheels and a drive 
is being made by the Railroad Administration to round up 
the old wheels, which represent a satisfactory substitute for 
it. The old wheels now command a market price of $30 
a ton, or about $85 per car, but special efforts are being 
required to get them out because of the demand for other 


purposes of the labor required to dismantle the old cars, © 


which have been allowed to accumulate for that reason and 
in some cases because the roads were not prepared to write 
them off the books yet. The mechanical department of the 
Railroad Administration had an idea of where thousands of 
such cars could be found, however, and by calling upon its 
inspectors and the inspectors of the Interstate Commerce 
Commission is receiving scores of reports of bunches of old 
cars which the regional directors and federal managers are 
then asked to turn in. This will result in clearing the stor- 
age tracks of many cars which for a long time have been 
fit only for dismantling. 


Companies Must Pay for Standard Equipment 


Director General McAdoo has decided to adhere to his 
original decision that the railroad companies must pay for 
the cars and locomotives ordered for them by the Railroad 
Administration and he has so advised the committee repre- 
senting the Railway Executives Advisory Committee that 
called on him on October 14 to protest against this plan 
and to ask that the Railroad Administration itself finance 
the purchase of the standard equipment. The director gen- 
eral has notified the committee and the railroad companies 
that after full consideration of the matter by members of 
his staff to which the question was referred it has been de- 
cided that the federal control act authorizes the director 
general to require the companies to pay for cars and _ loco- 
motives and that no other course would be expedient or 
proper than to require the companies to pay for such equip- 
ment as in the opinion of the director general is necessary 
to provide for the traffic. He proposed, however, that the 
Railroad Administration should pay to the companies the 
amounts which would accrue in accordance with the Inter- 
state Commerce Commission rules for depreciation and re- 
tirements, which would help the companies in financing the 
equipment, if they will apply such amounts to the payment 
of instalments on the cars or toward their indebtedness to 
the government, or to the payment of maturing obligations 
on equipment bought before federal control. With this as- 


‘sistance he expects the companies promptly to accept the 


allocations which have been made and to take the necessary 
steps to finance the equipment. 

The delivery of the standard cars which are being built 
has been somewhat delayed by the question of allocation 
because more cars have been built than have been accepted 
by the railroads, but the cars will now be lettered as_orig- 
inally allocated, with the exception of such changes as have 


been made at the request of the roads in a few instances. | 


Of the 70 companies to which cars were allocated only about 
a dozen have made specific protests against the types of 
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cars and in about half the cases a readjustment has been 
made, while the other cases are yet undecided. For instance, 
the allocation of cars to the Northern Pacific was withdrawn 
for the reason that cars it had previously ordered had not 
been fully taken into consideration. The number allocated 
to the El Paso & Southwestern and the Central of New Jersey 
has been reduced and in some cases single sheathed cars 
have been substituted for double sheathed cars, or vice versa, 
or changes have been made as between box cars and coal 
cars. An exchange was made between the Southern and 
the Southern Pacific of double sheathed and single sheathed 
cars ‘in equal numbers. Most of the companies have filed 
formal protests against accepting the equipment and others 
are expected to do so, and the question as to whether the 
companies can be legally required to pay for the equipment 
will be referred to the Interstate Commerce Commission, as 
provision for this is made in the contracts. The protests 
have been particularly against accepting the cars. There 
have been practically no protests against accepting the loco- 
motives, although there have been some changes as to types. 


Piece-Work 


The course to be followed in relation to the piece-work 
system in railroad shops was discussed at a conference at 
New York on Tuesday of mechanical officers from each 
region delegated by the regional directors. The recent 
changes in the wages of shop employees and in the methods 
of computing them, resulting from the wage orders of the 
director general, have caused much dissatisfaction with the 
piece-work system among the employees by reducing the dif- 
ference between what may be earned at piece-work and the 
day rates, and also, it is said, have affected the effectiveness 
of the system as an incentive to increased output. General 
Order No. 27 increased the wages of the piece-workers and 
day-workers proportionately but Supplement No. 4 to that 
order increased the day wages in the car and locomotive de- 
partments without corresponding increases in piece-work 
rates, although the piece-workers were guaranteed a wage 
as great as they would have received at the hourly rates. 
The piece-workers have been protesting and it was decided 
to make an investigation of piece-work, which now prevails 
in about one-fourth of the shops, with a view to determin- 
ining whether the results in efficiency and economy warrant 
its further extension or its discontinuance in the interest of 
uniformity. 

Mr. McManamy had called a similar conference at Wash- 
ington for Wednesday and some of the mechanical officers at- 
tended, but in view of the New York meeting they returned 
to New York where the whole question will be discussed fur- 
ther and recommendations made to the regional directors. 


Standard Report Forms Prescribed 


In General Order No. 49, issued by the director general, 
there are prescribed standard forms of monthly ticket and 
excess baggage reports to be used by agents in reporting to 
the accounting officer, also a form for reporting transportation 
requests exchanged for tickets. These are to be used for 
October business. All other reports of these transactions are 
to be discontinued, except that special periodical reports of 
tickets furnished governmental departments, or other reports 
of a special nature necessary for accounting purposes, may be 
compiled and furnished. 

The order is accompanied by samples. The forms for 
reporting local ticket sales and local excess baggage collec- 
tions are to be printed on paper of light canary color, and 
forms for reporting interline ticket sales and interline excess 
baggage collections will be printed on white paper; but the 
color scheme may be disregarded in preparing the duplicates 
to be retained by agents. 

These reports will be introduced at the consolidated ticket 
offices on the date named, and at all other agencies as soon as 
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the stock of forms at present in use becomes exhausted, but 
in any event not later than January 1, 1919. 


Increased Car Loading 


Director General McAdoo has issued a comparative state- 
ment of the traffic handled by the railways under federal 
control during the week ending September 21, 1917 and 
1918, at 25 of the more important railroad termini of the 
country. The purpose of the statement, which will be issued 
regularly hereafter, is to provide the public with informa- 
tion which will assist in measuring the business activity of 
the United States as shown by the traffic handled and at 
the same time give an idea of the efficiency or inefficiency 
with which the railroads are functioning in so far as the 
car loading is concerned. The subjoined statement is note- 
worthy in that it shows an increase of 5.30 per cent in the 
tonnage and a decrease of one fifth of one per cent in the 
cars used to carry this increase in the tonnage. 

The average car load this year is 36 tons as against 34.1 
tons in 1917. 








Cars Tons 
— aeemimarteges. somites 
1917 1918 1917 1918 
Atlanta 2,153 2,071 58,055 57,332 
Birmingham ....... 4,795 5,207 199,086 241,282 
aa die aie seks a 0-0 8,678 7,835 137,641 161,407 
I, bs ahcaier Sane eae 8,406 8,699 291,916 315,801 
ee WT ee 49,368 49,480 2,043,298 2,085,268 
SEE éeeccrvsbees 1,646 844 19,360 40,314 
EEE 4,822 9,827 306,163 367,844 
Duluth & Superior...... 29,366 28,102 1,301,451 1,227,966 
NS <n oy cane orn oe 1,120 1,397 26,864 34,259 
Hampton Roads ........ 11,435 14,223 500,687 604,061 
manene CHF «cciecs 7,827 10,031 173,033 244,084 
TEE IES rer 2,258 1,464 44,276 34,779 
eee 28,571 25,547 685,342 678,802 
New Orleans ...... 4,283 4,803 129,668 142,992 
as 8 a Crathin obo ales 3,794 4,311 119,283 145,877 
OS aS re Sear 1,855 2,394 39,776 62,935 
WREBGOTOMNE ccccccecvces Baal 15,373 543,883 485,004 
OS Si eer 8.860 7,857 264,070 275,048 
EE Ca yea siewew anes 2,983 2,446 60,012 76,641 
Fe eee 12,390 12,892 413,229 451,423 
San Francisco ...... 3,551 2,526 109,166 71,475 
ER - << pekeweéegemet 2,096 1,656 32,226 38,547 
Tacoma ..... 966 1,282 25,511 38,495 
Twn Cities o..cce. sees Daas 12,420 316,543 375,368 
PY Svecktuncsyed .. 10,718 10,807 492,325 517,801 
MEE, an dirtesr os awse @ 243,992 243,494 8,332,864 F 8,774,805 
"rease 441,941 = 
Increase Pend ne ak elee eae = zn prt! ctate 1 5.30% 
PECTEASE ncccccsoes 498 = <s<eeo 8 8=©—— sw eeee 
Decrease 1 0.20% § 
Average tons per car.. .-.. .. 34.1 36. 


Universal Transit to Be Established 


The Division of Traffic has issued the following instruc- 
tions to the freight and traffic committees: 


“As an aid in the efforts of the Railroad Administration to secure the 
maximum in transportation efficiency of the carriers under federal control, 
?t would seem necessary to, at the very earliest possible date, establish 
what might be termed ‘universal’ transit, i, ¢., outbound shipments from 
a transit point to be allowed to move via any road regardless of the one 
hauling the inbound or raw product to the transit point, providing that such 
arrangements be confined to direct routes, and that nothing under such 
extension shall create circuitous or unduly out-of-route transportation. 

“Tariffs restricting the application of outbound shipments to the roads 
hauling the inbound, or tariffs in any wise in conflict with the foregoing, 
shall be corrected, and where necessary to establish joint rates in order 
to apply the ‘universal’ transit system, such joint rates are to be established 
as soon as possible. 

“Existing transit arrangements involving circuitous routes and backhauls 
shall be abrogated, or a proper charge therefor made, before doing which, 
however, associations or individuals enjoying such privileges are to be con- 
sulted, so that the abrogation, or the making of a charge, may be brought 
about with the least possible interruption to current business and the matter 
worked out harmoniously. 

“It should he understood that where there is a transit charge in effect 
today it is net to be disturbed at this time, the question of applying a 
charge for transit service generally throughout the country, or the elimination 
of the existing transit charges, being a matter for future consideration.” 


Formerly the granting of transit privileges was based on 
commercial necessities existing at certain points, but carried 
a restriction which forced the outbound product to move 
via the same railroad that handled the raw product into the 
transit point. Under conditions that exist today, with unified 
control, the restrictions that operated under private control 
cculd not be continued without a material loss in transpor- 
tation, such as switching at transit points, loss in car days, 
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and the use of circuitous routes in order to force the out- 
bound product to the railroad or system that handled the 
inbound product. 


Inspection of Ashpans and Spark Arresters 


Mechanical Department Circular No. 5 provides that the 
following rules will govern in the care and inspection of 
ashpans and spark-arresting appliances in locomotives used 
on railroads under federal control: 

1. A careful and thorough inspection of every part of the spark-arrestin 
appliances in the front end of locomotives must be made every time the 
front end door is opened for whatever purpose; but at intervals of not 
more than seven days, and at the same time the ashpans, hoppers, slides 
or other apparatus for dumping cinders, and dampers, must also be inspected 
Observe if the slide or hopper operates properly and closes tight. Whe: 
conditions such as extreme drought or the state of adjoining property o: 
crops require it, this inspection must be made at least once every 24 hours 

2. <A record of condition on arrival must be made under the proper 
heading on an approved form, immediately following each inspection, wit! 
the date made, together with a complete statement of any repairs or re 
newals required. The above record to be made and signed by the person 
who made the inspection. 

3. Nettings and spark arresters must be put in perfectly tight and 
serviceable condition before the locomotive is put into service. Renew 
netting and plates in front end when worn thin or defective, instead of 
patching them. Ashpans and hoppers must be tight, and dampers, slides 
or \ ac for dumping cinders must be in good working order, closing 
tight. 

4. Record of repairs and renewals made must be enteted under the 
proper heading on an approved form when repairs have been made, with 
the date; the entry to be made and signed by the person doing the work. 

5. These are the minimum requirements, and local conditions or regula- 
tions requiring additional precautions are not affected hereby. 


Rules for Telegraph and Telephone Economy 


To relieve the railroad telephone and telegraph facilities 
from unnecessary business the director general has issued 
the following rules in circular No. 61: 


1. Use the telegraph and telephone only when the mail will not answer 
the purpose. 

2. Send by mail messages written late in the day, on Saturday after- 
noons, Sundays or holidays which cannot be acted upon at-once, and which 
will reach their destination by mail in ample time for action. 

3. Omit superfluous words; avoid unnecessary file numbers and refer- 
ences—be brief. 

4. Use telegraph code systems where it will effect a saving. 

5. Limit the use of telephone facilities, both railroad and commercial, to 
railroad business and to the shortest time practicable. 

6. The Telegraph Section, Division of Operation, will establish an 
effective .system of censoting with a view of reducing the number and 
length of telegraphic communications. 


Handling of Remittances 


John Skelton Williams, director of the division of finance 
and purchases, in circular No. 1 orders that the practice 
which has been brought to his attention in the case of a few 
carriers of permitting funds collected by agents and conduc- 
tors to be remitted direct to the federal treasurer must be dis- 
continued. Such remittances must be made direct to banks 
as instructed by the federal treasurer of each carrier, except 
that if more convenient, the following may be remitted direct 
to federal treasurers: Special collections for miscellaneous 
items, including rents, etc., company paper, such as vouchers, 
pay checks, etc.; non-bankable paper, including discharge 
certificates and other evidences of disbursements made by 
agents under direction of federal treasurer. 


Marine Insurance Section 


As previously noted, the Marine Insurance Section has 
been established in the Division of Finance and Purchases 
and William C. De Lanoy was appointed manager. In 
supervising this section John Skelton Williams, the director 
of the division, will be assisted by Theodore H. Price, 
actuary of the Railroad Administration. The Marine In- 
surance Section will be charged with the duty of providing 
for such insurance as the director general may desire against 
marine and war risks on vessels and floating equipment under 
the control of the Railroad Administration, and on the con- 
tents of such vessels and floating equipment, and with adjust- 
ment of marine insurance losses, and shall perform such other 
duties as may be assigned to it by the director general as to 
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insurable risks connected with the operation of such vessels 
and floating equipment. 

The name of the Insurance and Fire Protection Section has 
been changed to the Fire Loss and Protection Section. 


Bad-Order Cars Down to 6 Per Cent 


The number of bad order freight cars is being gradually 
reduced and is now down to about 6 per cent, or 149,000 
cars, whereas in July it was 6.9 per cent. Forty-eight per 
cent of the railroads under federal control have reduced 
their percentage of bad order cars to 4 or less. 


Freight Bills on Stored Freight 


P. S. & A. Circular No. 25-A provides that transportation 
charges are due and payable when carload or 1. c. 1. freight 
is placed in storage, either on the property of the railroad 
company or in private warehouses. If charges are not col- 
lected from the warehouse company, they should be collected 
from the consignee under the terms of General Order No. 25 
at or immediately succeeding the time of placement in storage 
and not after final delivery to consignee. The provision in 
Circular No. 25 with respect to industrial railroads applies to 
so-called plant facility industrial railroads. It does not 
apply to “common carrier” industrial railroads so long as in 
good faith deliveries are promptly made by them to consignees 
and the trunk line carriers’ agent is furnished with adequate 
information with respect to such deliveries so as to permit the 
prompt rendition of the freight bills. 


Collection of Per Diem 


P. S. & A. Circular No. 33 provides that beginning October 
1, lines under federal control delivering cars direct to lines 
not under federal control (not including Canadian and Mexi- 
can lines) will be held responsible for collection of per diem 
accruing on all federal controlled cars so delivered. Per diem 
collections made as so directed shall be credited to the appro- 
priate income account of the line making collection and not 
apportioned among other carriers under federal control. Fed- 
eral controlled lines making use of equipment of non- 
controlled lines will render statements to and make-settlement 
with such lines in the same manner as heretofore. Canadian 
and Mexican lines will report per diem direct to car owners 
in the same manner as heretofore. 


Care of Journal Boxes 


The Mechanical Department has issued Circular No. 4 
as follows: 

1. It is desired that ail freight car journal boxes be repacked with 
properly prepared packing at least once every 12 months, at which time 


all packing will be removed from the boxes and the boxes cleaned; dust 


guards to be renewed when wheels are changed. 
2. The date and place where the work is done must be stenciled on 


the car body in one-inch figures and letters, using the same station initial 
that is used for air brake stencil. 

3. This work to be done as far possible when cars are on repair track 
undergoing heavy repairs. When on repair track for heavy repairs, cars 
which have not had boxes repacked within nine months will have all boxes 
repacked and the record stenciled on the car as above. 

4. This does not contemplate any change in the intermediate packing 
of boxes when it is necessary to do so. No change should be made in 
the stenciling unless all boxes are repacked. 


Orders and Circulars Compiled in Pamphlet 


_ The Railroad Administration has compiled and published 
in pamphlet form all of the general orders and circulars 
issued by Director General McAdoo up to July 1, with an 
index for each, together with the text of the laws under au- 
thority of which the President acted in taking over the rail- 
roads, his proclamation of December 26, 1917, taking over the 
roads, the federal control law, the President’s proclamation 
authorizing the director general to exercise the powers con- 
ferred by Congress on the President, and the proclamation 
taking over the coastwise transportation lines. It is proposed 
to issue later editions from time to time. 
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Another Supplement to Order No. 27 


The director general has issued supplement No. 6 A to 
General Order No. 27 by which Supplement No. 6 to Gen- 
eral Order No. 27 is amended by adding thereto the follow- 
ing: 

Where differences of opinion arise necessitating a formal interpretation 
of any wage order issued by the director general, and where the question 
involved is of general application and covers a large number of railroads, 
application for such interpretation may be made either by a regional 
director or by the chief executive of the railroad organization representing 
the class of employees involved or the chairman of any railway board of 
adjustment or the director of the Division of Labor. Such application 
shall be scent to the office of the director of labor, and he will record 
and transmit it to the Board of Railroad Wages and Working Conditions, 
which will promptly investigate and make recommendation to the director 
general. Upon the receipt of interpretation from the director general, the 
director oi labor will send such interpretation to the railway boards of 
edjustrent for their information and guidance. 


Supervising Cost Accountants 


The division of public service and accounting has ap- 
pointed a force of supervising cost accountants and assist- 
ants who have been assigned to the various plants building 
cars and locomotives for the Railroad Administration to 
check up manufacturing costs. There are seven of the sup- 
ervising cost accountants assigned to seven districts as fol- 
lows: New York, N. Y., J. J. Decent; Pittsburgh, Pa., 
E. L. Staats; Columbus, O., E. J. Huston; Chicago, II. 
C. C. Peffer; Chicago, Ill., W. J. Babcock; St. Louis, Mo., 
G. O. Baird; Seattle, Wash., M. H. Reasoner. 


Semi-Monthly Paydays 


The director general has issued orders to the regional 
directors that beginning not later than January 1, 1919, all 
railroad payrolls which are now being paid on a monthly 
basis shall be paid semi-monthly. 


American Railroad Methods a 
Revelation in France 


CCORDING TO CHARLES N. WHEELER, special corre- 
A spondent in France for the Chicago Tribune, the 
American railroad regiments are producing record 
results through the introduction of operating methods un- 
familiar to the French. For instance, the French did not un- 
derstand how two independent railroads could be operated 
over the same line until they saw American trains running 
regularly over their roads without in the least interfering 
with French traffic. The car record system was also a nov- 
elty. On the French roads which are operated by the state, 
a new car starting on its maiden journey may not be located 
for a year or more or may never be heard of again at the 
point of original departure. In war times, however, this 
practice could not continue. If a car happened to be loaded 
with “75s” it was essential to know that it reached its desti- 
nation and was not lost somewhere in transit. _ Therefore, 
the Americans inaugurated a system of car accounting, 
through which a careful record is kept of the movement of 
every car. 

Another innovation to the French was gravity switching. 
Some of these French switchmen evidently had never seen a 
hump, and -when they first saw cars released at the top for 
distribution they could not understand why a smash-up did 
not result. They were soon convinced of the value of this 
method of switching, however, when they witnessed the 
clearing in six hours of a yard where ordinariy the French 
took three days. 

In July, 1917, plans were drawn for making one big port 
in France handle the American importations. At the present 
time 11 French ports are handling this traffic, and in a com- 


paratively short time there will be 25 great unloading ports 
in France. 
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The establishment of a car ferry system between England 
and France has also greatly improved transportation ef- 
ficiency. For instance, a car loaded with coal in Wales is 
put on a vessel at an eastern British port, brought across 
to France with as little concern, apparently, as transporting 
a ferry load from Jersey City to Manhattan Island, and is 
then run off on the proper track and coupled to a train for 
its final destination, which may be many miles inland in 
France. ‘This scheme results in handling the coal only 
twice, namely, when loaded in the west of England and 
when unloaded somewhere in France. 

The Americans have also constructed many new lines, new 
bridges, stations, railroad yards, etc. About 3,000 miles of 
American tracks have been laid so far. 


What Some of the Officers Are Doing 


Brig. Gen. W. W. Atterbury, formerly vice-president of 
the Pennsylvania Railroad, eastern lines, is the head of the 
American operating system in France. Col. W. J. Wilgus, 
formerly consulting engineer and previous to that vice-presi- 
dent of the New York Central, is, in the language of Mr. 
Wheeler, ‘“‘s system shark,” who reduces everything to per- 
centages. Col. J. A. McCrea, formerly general manager of 
the Long Island, is general manager of the railroad operat- 
ing system in France under Gen. Atterbury. Col. M. C. 
Kennedy, formerly president of the Cumberland Valley, is 
deputy director general of railroads for England. Col. H. 
H. Maxfield, formerly superintendent of motive power on 
the Pennsylvania Railroad, eastern lines, is working in a 
similar capacity in France. 

Col. C. M. Bunting, formerly controller on the Pennsyl- 
vania Railroad, eastern lines, is business manager of the 
American railroad system in France. Lieut.-Col. H. M. 
Waite, formerly city manager of Dayton, Ohio, is chief engi- 
neer. Lieut.-Col. V. R. C. King, formerly superintendent 
on the Atlantic Coast Lines, is in the operating department. 
Lieut.-Col. H. H. Adams, formerly president of the Kansas 
City Terminal, is representative of the transportation system 
on the general staff of the American Army. Among the di- 
vision superintendents are Lieut.-Col. H. J. Slifer, formerly 
consulting engineer at Chicago, and previously general man- 
ager of the Chicago Great Western; Major F. G. Robbins, 
formerly general superintendent of the Erie at Chicago; 
Lieut.-Col. G. T. Slade, formerly vice-president of the North- 
ern Pacific, and Major C. L. Hinkle, formerly general su- 
perintendent of the Toledo, St. Louis & Western. Other rail- 
road men in service in France, mentioned by Mr. Wheeler, 
are Major R. K. Rochester, formerly division superintendent 
of the Pennsylvania Lines at Cleveland, Ohio, who is man- 
ager of the regulating station; Major F. W. Green, formerly 
assistant to the president of the St. Louis Southwestern, and 
Major E. B. Cushing, formerly assistant general manager 
of the Southern Pacific Lines in Louisiana and Texas, who 
are port superintendents. 

Other division superintendents include Major Thomas A. 
Dooley, Jr., formerly assistant district engineer of the Ameri- 
can Car & Foundry Company; Major Thomas R. Ryan, for- 
merly general manager of the Brazilian Railway, and Major 
John S. Douglas, formerly superintendent of machinery of 
the Standard Steel Car Company. 


News Concerning the Thirteenth Engineers 


A recent cable to the Chicago Daily News from Junius B. 
Wood, war correspondent, contained some interesting in- 
formation concerning the Thirteenth Engineers (Railways), 
the officers and men of which were recruited from railroads 
entering Chicago. Verdun, he says, now has an American 
station agent who is the most important man in the city aside 
from the military commander. This railroad officer is Cap- 
tain V. H. Hagelbarger, formerly trainmaster on the Chicago, 
Rock Island & Pacific, at Bureau, Il]. The regiment of which 
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Captain Hagelbarger is a member operates more than one 
hundred miles of railroad, a large part of which is under 
shell fire so that a night seldom passes without the tracks 
being cut in some place. 

The French have gradually turned over more and more 
lines of track, doubling that which the organization originally 
operated. The men hailed with joy the acquisition of the 
Verdun terminal a few weeks ago. The latest acquisition is 
the old Commercy-Verdun line which was again opened to 
traffic when the Germans were driven from the St. Mihiel 
salient. The colonel of the regiment is Nathaniel L. Howard, 
formerly division superintendent on the Chicago, Burlington 
& Quincy, at Hannibal, Mo. The lieutenant-colonel is 
Charles L. Whiting, formerly division superintendent of the 
Chicago, Milwaukee & St. Paul at Lewistown, Mont. 

One of the greatest exploits of the regiment was the ballast- 
ing of 1,400 meters (about one mile) of standard gauge rail- 
road and laying 90-lb. rails within 24 hours. The French 
military authorities could not believe that such rapid work 
was possible until they were told that trains were already 
running on the new line. The work was performed by French 
and Chinese laborers with American foremen. The road has 
handled as many as 70 trains in a day. 

Each railroad station is surrounded by truck gardens. 
More than 30 of these gardens are tended by railroaders be- 
tween trains and they furnish fresh vegetables three months 
in the year. 


Final Liberty Loan Figures in West 


The final statement of subscriptions to the Fourth Liberty Loan 
by employees in the Northwestern region showed that 23 out of 
38 roads made 100 per cent records and that the average for the 
entire territory was 97.92 per cent with an average subscription 
per person of $112.24. The aggregate amount of subscriptions 
taken by employees and officers in the region was $27,853,750. 
The officers and general office employees made the best percent- 
age record achieved by any class of employees in the region, 
with 99.59 per cent. Mechanical employees were second with a 
percentage of 99.38, while they were first from the standpoint of 
the aggregate amount of subscriptions, with a total of $7,815,300. 
The Chicago & North Western led the individual lines of the 
region in the aggregate amount of subscriptions with a total of 
$5,483,900. The Copper Range, a 100 per cent line, had the high- 
est average subscription per subscriber with $313.11. 

Final returns on liberty loan subscriptions in the Central 
Western region showed 21 out of 42 roads in the 100 per cent 
class and 96.7 per cent of all the officers and employees in 
the region in the list of subscribers. A total of 36,016,550 


was subscribed by the employees of all roads in the 
region, while the average subscription per person was 
$117.14. Among the individual lines, the largest sub- 


scription was by the Southern Pacific, namely $6,369,350. 
The Atchison, Topeka & Santa Fe was second with 
$5,505,700, and the Chicago, Burlington & Quincy third, with 
$5,426,300. The Union Terminal (St. Joseph, Mo.) was first 
among the roads from the standpoint of the average subscrip- 
tion per subscriber, this average being $369.40. The Chicago, 
Rock Island & Pacific had the largest subscription total of any 
of the 100 per cent roads, reporting that $3,168,300 worth of 
bonds had been taken by its officers and employees in the Cen- 
tral Western region. 


Corporation Subscriptions to the Liberty Loan 


In addition to the subscriptions made by the railroad cor- 
porations noted in recent issues of the Railway Age, others 
were made as follows: 


NR I I, SN ratie doce W Cuaeiedeiouw een eees $500.000 
NY Oe IN os ons. 0c nanicpacess ceseviceds 100,000 
IE eg aici 0,4 5 cca Sala wraretala Ge Hew ora. 1,000,000 
6 cio nc eenceeekewwece ae om 250,000 
NENT wile ne ek nts wea aeelgeseeed.ees 1,000,000 
TN, ic na het Ren are saa tinier --c ere ae voce 500,000 
Buffalo, Rochester & Pittsburgh... ...,....ccccccees 250,000 
I BE NS eer cewkkecenettinsess <ebaes 500.000 
I, CN hi an ian nd Ge re OUE US STES 2,000,000 
Nashville, Chattanooga & St. Louis................+. 200,000 
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Officers and employees of the Alaska Engineering Com- 
mission employed on the construction of the government’s 
railroad in Alaska, subscribed for $317,500 of the Fourth 
Liberty Loan, about $100,000 more than they subscribed for 
the Third Loan. 


At the thirteenth annual meeting of the Associated Busi- 
ness Papers, held in New York last week, officers were 
elected as follows: president, A. C. Pearson, Dry Goods 
Economist, New York; vice-president, Samuel O. Dunn, 
editor, Railway Age, and treasurer, Fred D. Porter, 
National Builder, Chicago. 


The Federal Labor Bureau at Altoona, Pa., has calls 
constantly for large numbers of artisans, mechanics and 
laborers. The last list received from the Pennsylvania Rail- 
road specifies 8,087 positions which need to be filled on that 
road. More than 200 men are wanted in the shops in that 
city, and 350 laborers on track work. The Cambria Steel 
Company is looking for 1,100 men, mostly laborers. 


The price of steel rails is an unsettled question which is 
still under consideration by the price-fixing committee of the 
War Industries Board. The committee some time ago 
recommended a price of $56 a ton, based on a cost figure 
which would allow a profit to the less efficient mills, but the 
Railroad Administration objected on the ground that this 
would represent too large a profit on most of the product. 
Apparently this position was supported by the President, to 
whom Mr. McAdoo referred the matter several weeks ago. 


A central hay inspection yard for eastern and southern 
lines was opened on the Pennsylvania Lines in Chicago at Thirty- 
third street on September 24. Formerly hay inspection took place 
on the team tracks of the individual lines, but on account 
of congestion this outer yard was established. The centraliza- 
tion of hay inspection is proving of great convenience not 
only to hay dealers, but to the Forage Bureau of the War 
Department. The Forty-seventh street team track of the 
Pennsylvania Lines is being used as an auxiliary inspection 
point. 


Fire Prevention Day 


Director General McAdoo has asked all railroad employees 
to seriously celebrate National Fire Prevention Day (No- 
vember 2). He calls attention to the fact that the annual 
fire waste in the United States is from $300,000,000 to $400,- 
000,000. “Bad housekeeping,” in the words of the fire pre- 
vention engineers, is the cause of many fires, and fire pre- 
vention day is intended to be a reminder of our duty in this 
matter. 


The American “Train Control” 


The automatic train stop and cab signal made by the 
American Train Control Company, of Baltimore, Md., has 
now been applied to 32 locomotives of the Chesapeake & 
Ohio, and the system is being operated on the line between 
Gordonsville, Va., and Cobham, 7 miles. Apparatus is now 
being installed for the operation of the system for 15 miles 
additional, Cobham to Charlottesville. 


Women in Railroad Service 


Miss E. M. Vensel, block signal operator on the Pennsyl- 
vania Railroad at Gist, Pa., on the Southwest branch, near 
Connellsville, fills a man’s place in emergencies as well as in 
routine duties. On the afternoon of October 12 she held off 
a gang of train wreckers until help arrived. Noticing three 
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men tampering with a switch she ordered them away, but 
their response was a show of pistols. But she also had a 
revolver, and she opened fire; and she returned shot for shot 
until a freight train came along and frightened the men away. 
Miss Vensel stopped the train, and the trainmen found some 
ties ready to be piled on the track. 


St. Paul Road’s Bond Bureau 


H. E. Byram, federal manager of the Chicago, Milwaukee 
& St. Paul, has organized a Liberty Loan bureau which will 
handle all work pertaining to bonds purchased by officers 
and employees of that road. T. W. Proctor, assistant gen- 
eral freight agent, at Chicago, has been appointed chairman 
of the new organization. Approximately $9,000,000 worth 
of Liberty Bonds of the four issues have been bought by 
St. Paul employees, the major part of them on the installment 
plan. The bureau will take over all the work in connection 
with the collection of installments, which was formerly 
handled by the federal treasurer and the auditor. All accounts 
will be kept by the bureau, and receipts will be issued and 
bonds delivered by it upon the completion of payments. 


Railway Electrical Engineers’ Convention 


The opening session of the tenth annual convention of the 
Association of Railway Electrical Engineers was held on the 
morning of October 29 at the Hotel LaSalle, Chicago. C. J. 
Causland of the Pennsylvania Lines west of Pittsburgh, 
president of the association, made the opening address in 
which he outlined briefly the principal activities of the organ- 
ization and called attention to the importance of the work 
of the committees this year. Following the president’s ‘ad- 
dress the report of the secretary was presented, which cov- 
ered the two years since the last convention, in 1916. The 
registration at the opening session included 35 members and 
27 associates. 


Bootlegging in Baltimore 


So extensive has become the “bootlegging” between Balti- 
more and Washington since the last-named place became dry 
that the Washington, Baltimore & Annapolis Railway has 
been obliged to increase the number of trains, particularly on 
Saturday and Sunday, and has added special cars to some 
trains. There are now five trains leaving the city each day, 
largely for the accommodation of those who convey supplies of 
liquor for themselves or their friends. Most of the trains 
are well filled with passengers with one or more satchels. 

The assumption is that these satchels contain the needed 
refreshment for parched throats; but this is a matter of con- 
jecture, so far as the railway officials are concerned. It has 
been estimated that as many as 1,000 passengers sometimes 
use these trains; and another guess is that the minimum 
amount of booze transported in this way will reach from 20 
to 50 barrels a day. The passengers are of all colors and 
both sexes. 

To correct an evil complained of when these “bootleggers” 
first commenced to make their pilgrimages to Baltimore, the 
company sought to prevent those unduly under the influence 
of liquor from taking the same cars as the sober patrons; 
and those who are now carrying on this underground liquor 
traffic are required to board the extra trains (or cars) at 
Eutaw and Pratt streets. 

This road is not the only one which has to contend with 
the bootlegging traffic. Both the Baltimore & Ohio and the 
Pennsylvania have had experience with the element. The 
business is also carried on by automobile —Baltimore Sun. 
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Vaccinate Employees to Curb Epidemic 


The Chicago & North Western has secured 25,000 doses of 
an anti-influenza serum from the Mayo Foundation, Roches- 
ter, Minn., for the purpose of vaccinating its employees and 


officers. Approximately 700 of the 750 employees in the 
general offices at Chicago have received their first inocula- 
tion and about 6,000 on the entire system have been vacci- 
nated. The treatment calls for the administration of three 
doses, seven days apart. The vaccination is optional with 
North Western employees, but so many seem to desire it 
that efforts are being made to secure an additional supply 
of the serum. The vaccine was prepared by Dr. E. C. Rose- 
now and is furnished free to the railroad by the Mayo Foun- 
dation. The use of the serum is still an experiment and a care- 
ful record is being kept by the roads of the course of each 
treatment. The decision to try out the vaccine followed the 
apparently unimpeded inroads of the epidemic among the 
employees of the system, particularly on the western lines, 
and the resultant bad effect on railroad operation. 


Pointed Reminders for Lines of Scant Clearance 


Since American railway men have been operating railroads 
in France, it has become necessary for them to issue warn- 
ings to the American soldiers riding on military trains. In 
this connection three of the railway clearance cards used 
for this purpose have been received by some of the Northern 
Pacific officials from Corporal Andolph Rudeen, a former 
employee, who is now a member of the 25th Engineers. Some 
of the placards read as follows: 


127 AMERICAN SOLDIERS KILLED 


Riding on Tops and Sides of Railway Cars, 
KEEP INSIDE 


There is Only Six Inches Clearance Between Tops and Sides of Cars and 
Tunnel Arches and Bridges and Signal Towers. 


KEEP INSIDE 
WAIT UNTIL YOU GET TO A TRENCH TO STICK YOUR HEAD OUT 
LOTS OF TIME 





YOUR HEAD MAY BE HARD 


But Not as Hard as Bridges and Tunnel Arches. Only Six Inches Clear- 
ance. Don’t Ride on Tops or Sides of Cars. 
RAILWAY COMPANY WILL MOLD YOU RESPONSIBLE FOR DAMAGES TO BRIDGES AND 
TUNNELS AND SIGNAL TOWERS—THEY ARE NOT INSURED—KEEP 
YOUR BLOCK INSIDE 


THREE KINDS OF FOOLS 


1—Fools. 
2—Damned Fools. 
3—SOLDIERS WHO RIDE ON TOPS AND SIDES OF CARS. 


There Is Only a Slight Clearance Between Sides of Cars and Signal Towers. 
IF YOU EXPECT TO SEE THE NEXT BLOCK, KEEP YOURS INSIDE 


Canadian Pacific Freight Handlers’ Strike Settled 


The strike of freight handlers on the Canadian Pacific 
which had been pending since September 21, was finally set- 
tled on October 24. As the strike was spreading to other 
classes of employees and as transportation conditions were 
already much disturbed by the influenza epidemic, the 
Canadian government requested the railroad to name the best 
possible terms on which the freight handlers would be per- 
mitted to return to work. The company then offered to take 
back all the men out on strike without discrimination, except 
that at Calgary, where the trouble originated, it would refuse 
to take back 25 per cent of those who first struck. The rail- 
road further agreed to submit to the Canadian Railway 
Board of Adjustment all grievances which the men claimed 
to have in connection with pay, etc.; but reserved the original 
point of dispute at Calgary, namely, the right of the company 
to appoint or dismiss foremen without any reference to the 
union, or without any regard to the question of seniority in 
the service. 

The cabinet of the Canadian government decided that the 
terms of this offer were acceptable, with the amendment 
that 25 men instead of 25 per cent of the original strikers 
should be kept out of service, the question of keeping them 
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permanently out of service to be passed on by the Canadian 
Board of Railway Adjustment. ; > 

It was understood that the company would select the 25 
strikers who had proved themselves most obnoxious in the 
way of interfering with new men and causing friction in the 
freight houses and that it could present to the board of 
adjustment the evidence it had of these pernicious activities. 
After the cabinet had reached its conclusion regarding the 
terms of settlement, these were telegraphed to the repre- 
sentatives of the men and were acceptd by them. All of the 
strikers with the exception of the 25 at Calgary reported for 
duty on October 24. The government approved the stand 
of the company with respect to the original cause of the 
dispute and stated that the railroad would not be asked to 
arbitrate that point. 


A Rosy Picture 


A press despatch from Washington published last week 
says that cross-country operation of mail carrying motor 
trucks, tried out by the Post Office Department on an experi- 
mental scale during the last year, has been a great success. 
James I. Blakeslee, Fourth Assistant Postmaster General, 
says that one truck route between Philadelphia and Washing- 
ton, cutting chiefly through territory without direct rail con- 
nection and costing $800 a month to operate, has in eight 
months developed a revenue of $16,000 monthly. Another 
route into Washington, where 28 parcels a day were moved 
during the first month, now shows one ton of merchandise 
each way each 24 hours. 

“Seventy lines are now in operation, all but one east of 
the Mississippi, and there are visions of a system which will 
furnish $260,000,000 annually in revenue for road construction 
or other purposes. 

“General Pershing,” said Mr. Blakeslee, “has 9,000 trucks 
damaged or ruined over on the other side. We want them 
all and can fix up and put every one of them to work. And 
he’s got some boys over there shy a hand, or an arm, or a 
leg, to whom we can give good pay. 

“Operating at night is the most profitable. The typical 
route is about 180 miles long, 90 miles out and 90 miles back. 
Almost always the constant operation of the lines produces 
a return load. Of course, we’ll have to have concrete roads, 
but the business can produce the money to build them. There 
are some economies in distribution of produce that are simply 
amazing. Milk retails now in Washington at 17. cents a 
quart. Milk is coming in on mail trucks direct to consumers 
for 10 cents a quart, and the trucks are being weighed down 
with five-gallon cans as consumers learn of the possibility. 
Food is usually handled ten times on its way to a consumer. 
We can cut that to five. 

“Watching these figures, since December, when we started, 
has given me a new sort of inspiration. We shall be moving 
the mails * * * in airplanes for tue thousand-m‘'e dis- 
tances, trains for the 500-mile and trucks for the 250. ‘hat’s 
about the schedule.” 


Railway Accounting Officers 


The executive committee of the Railway Accounting Offi- 
cers’ Association announces that June 11, 1919, is the ime, 
and New York City the place for the next annual me-‘ing. 


The Central Railway Club 


The November meeting and annual dinner of the Ce:'ral 
Railway Club will be held at the Hotel Statler, Bu: alo, 
Thursday, November 14. There will be a business session 
at 2 o’cock in the afternoon, at which the following topical! 
question will be discussed: “How Can a Railroad Man Help 
Win the War?” At the dinner at 7 in the evening, Henry L. 
Joyce, manager of the marine department of the Central of 
New Jersey, will be toastmaster and the speakers will include 
Howard MacSherry of Newark, N. J., and the Rev. George 
F. Williams, director of St. Mary’s on the Hill, Buffalo. 

Following the usual custom there will be a big delegation 
attending from New York, leaving Hoboken at 8:55 Wednes- 
day evening, on the Lackawanna. 
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W. D. Trump, terminal manager in charge of all lines in 
Detroit, Mich., issued an embargo, effective October 28, on 
all intra-terminal switching, except of essential war material. 
Exceptions will be granted only through special permits is- 
sued by the terminal manager. 


The street passenger railroads in New York City—elevated, 
subway and surface—are now carrying about 400,000 fewer 
passengers daily than were carried at this time in 1917. This 
is due, in part, to the epidemic of influenza, but also it is be- 
lieved that the migration of mechanics from one industrial 
establishment to another has taken a good many men out of 
the city. 


Postmaster General Burleson has announced that airplane 
mail service between New York and Chicago will be started 
between December 1 and 15. It is proposed that the ma- 
chines shall leave Chicago and New York at six o’clock each 
morning, and make the trip in.10 hours. Mr. Burleson prom- 
ises to establish airplane mail carriers between New York 
and Denver after the war. 


A delegation of shippers and others interested in trans- 
portation on the New York Barge Canal held a conference 
with Director General McAdoo last week regarding canal 
matters and Capt. Charles Campbell, chairman of the Canal 
and Terminal Interests Campaign Committee, sent a tele- 
gram to the director general in connection with the confer- 
ence, urging him to return the New York Barge Canal to 
the State of New York and “insure the election of a Demo- 
cratic governor and congressman this fall.” In reply, Direc- 
tor General McAdoo sent a telegram saying that the federal 
government has not taken over the New York Barge Canal, 
but that the state still retains entire control of it and should 
complete the waterway promptly so that it can be used to 
full capacity. The Railroad Administration, he said, is 
merely operating barges on the state’s waterway and doing 
everything it can to make it useful to the people of the state 
and of the United States. Every citizen and every corpora- 
tion desiring to use the canal can do so as freely as the Rail- 
road Administration is using it. They can purchase canal 
boats, barges and tugs and operate them on the canal with- 
out any interference from the Railroad Administration. 


Priorities for Lumber Manufacturers 


Regulations under which lumber manufacturers may obtain 
' priority assistance for securing necessary labor, transporta- 
tion, supplies, equipment, and materials have been issued by 
Judge Edwin B. Parker, priorities commissioner of the War 
Industries Board. Manufacturers are prohibited from mak- 
ing any sales or deliveries except for essential uses, namely: 
The requirements of the United States government and its 
allies; the needs of the railroads operated by the government; 
and for supplying to others lumber of primary importance in 
war work or in essential civilian requirements. 
The circular gives revised rules governing priorities in 
production and delivery of lumber. 


Cape Cod Canal 


The efforts of the Railroad Administration to make the 
Cape Cod canal navigable for the largest type of vessels in 
the coastwise trade are meeting with success, according to 
a statement issued. It is expected that all dredging will be 
completed by December 31. 

The steamers “Coastwise” and “Bristol,” the largest col- 
liers in the New England coal trade, capacity 6,900 tons each, 
passed through the canal on September 20 and 21 respectively, 
resulting in a saving of several hours’ time, and over 60 miles 
distance for each steamer. These vessels are 359 ft. in 
length, 49 ft. beam and drew 18 ft. through the canal, which 
they passed at low tide. 
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A fleet of four powerful tug boats and a force of competent 
pilots are maintained at the canal. The Public Health Serv- 
ice will establish a branch hospital for the care of sick or 
injured seamen, and the United States Coast Guard has lo- 
cated the site for a life saving station. The Department of 
Commerce has recently improved the lights in Buzzard’s 
Bay, showing the western approaches of the Cape Cod canal, 
and is investigating improvements of a similar nature at the 
eastern end of the canal. Supplies of coal for tug boats are 
now available at Sandwich. 


Coal Production 


The production of bituminous coal for the week ended 
October 19 not only decreased 6.7 per cent because of the 
influenza epidemic, but fell to the low weekly record of last 
May, according to the weekly report of the Geological Sur- 
vey. Preliminary estimates place production for the week 
at 11,523,000 net tons, which exceeded the production during 
the corresponding week of 1917 by 1,300,000 net tons, or 12.3 
per cent. The influenza epidemic also caused a loss in the 
anthracite fields and the production for the week, estimated 
at 1,715,000 net tons, was 12.3 per cent below that for the 
corresponding week. For the week ending October 12 the 
percentage of full time output lost on account of car shortage, 
according to the reports of bituminous operators, was 7.9 
per cent. 

Fuel Administrator Garfield has issued a report on the 
fuel situation showing an encouraging situation as to the 
advance stocks of coal now on hand and an increase of 37,- 
000,000 tons of bituminous coal produced during the first six 
months of the coal year as compared with the last year. 
This has been made possible, Dr. Garfield says, by 
cordial co-operation between the mine workers, the operators, 
the Railroad Administration and the Fuel Administration. 

Reports to Director General McAdoo show that the rail- 
roads loaded 232,356 cars of coal during the week ended 
October 19 compared with 216,294 for the corresponding 
week of 1917. For the year up to October 19 the increase 
over the corresponding period of 1917 was 730,203 cars. 


Unprecedented Live Stock Receipts at Kansas City 


Live stock receipts in the Kansas City (Mo.) stock yards 
in the last week of September were the greatest in the history 
of that market. The receipts of live stock from the roads 
supplying those yards in the week from September 23 to 
September 28, inclusive, amounted to 259,868 head, as com- 
pared with 180,726 head during the same week of 1917, or 
an increase of 44 per cent. The total number of cars received 
and forwarded during that week was 7,366. The entire month 
of September was also a record period for live stock traffic. 
The number of head handled by the railroads during the 
month was 1,404,423, as against 885,967 delivered and shipped 
during the same period last year. The increase over Sep- 
tember, 1917, was, therefore, approximately 59 per cent. The 
total number of cars used for this traffic during the month 
of September was 27,446, or 7,731 greater than the number 
utilized for the same business last year, an increase of ap- 
proximately 39 per cent. Live stock receipts and shipments 
at Kansas City during the month of August were also very 
heavy, a total of 869,887 head were handled, 209,011 more than 
last year, or an increase of 32 per cent. 

The unprecedented movement of live stock is attributed 
mainly to the severe drought in the southwestern states last 
summer. The exceptional traffic was handled with very little 
congestion on the railroads. 





New French Raitway Proyect—The committee called 
“Switzerland-Ocean,” or “45th Parallel,” recently met at Lyons 
to discuss the execution of a project for a railway line, Turin- 
Lyons-Limoges-Bordeaux, which will greatly facilitate and in- 
crease the economic relations with Italy via Turin, Milan, and 
Venice, and beyond, and with North and South America on the 
west. A delegate of the Minister of Commerce, various repre- 
sentatives of the municipalities concerned, and presidents of 
chambers of commerce assisted at the meeting.—The Engineer, 
London. 
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Locomotive Deliveries 


A total of 54 locomotives were delivered to railroads under 
federal control during the week ended October 12, of which 
36 were of the U. S. R. A. standard types. Of these, 39 were 
shipped by the American Locomotive Company, 9 by the 
Lima Locomotive Corporation and 6 by the Baldwin Loco- 
motive Works to the following railroads: 


Works Road Number Type 
Grand Trunk, New England... 10 U. S. R. A. Mikado 
Louisville & Nashville......... 13 U. S. R. A. Mikado 
American ..... Chicago Junction ... ......... 5 U. S. R. A. Switch 
Chesapeake & Ohio........... 4 Mallet 
REE ee eee 2 U. S. R. A. Switch 
eS here ree 5 U.S. R. A. Mikado 
EE ad etaevecinsakwewses 39 
BAM ecvctetnuve ee ee ee 9 Mikado 
TO \.avvaesed bveswxoewes “9 
Philadelphia & Reading........ 1 Consolidation 
St. Louis-San Francisco....... 1 Santa Fe 
Baldwin ......-J Atchison, Topeka & Santa Fe... 1 Mikado 
RG DEON wen ccvasceeses 1 Switcher 
Chicago, Burlington & Quincy.. 1 Mikado 
Cleve., Cinn., Chic. & St. Louis. 1 U. S. R. A. Mikado 
a a a ee 
oo erry 54 


A total of 62 locomotives was shipped to various railroads 
under federal control during the week ended October 19, of 
which 39 were of the U. S. R. A. standard types, as follows: 


Works Road Number Type 
2 ee ee eee ee 10 USRA Mikado 
BR pene ree 6 USRA Mikado 
is 2 Serer ery ere 5 Mallet 
NS 56a vb ecalnak ude a eee as 5 USRA Switch 
American ..... Pe errr ee 5 Mikado 
TE PRs cace Vad secteucwenens 5 USRA Switch 
a Ol weitnge ie cheneeee awn eda’ 7 USRA Mikado 
2 errr rrr 4 USRA Mikado 
{ PE - gbeet-oens st aciinceee 47 
RD. o osauceeunn Be acne weweee sacuwete beeen 9 Mikado 
PEG. Sasa wesncsanreene news 9 
‘ibs PMs ani Sows e eaae we ou wewns 2 Consolidation 
A Se re rere cere 1 Mikado 
ee ae a eS Ee See re 2 USRA Mikado 
ie ee YL | eae eee 1 Mikado 
| ee per re eee ee ee ee 6 
ee eee re 62 
+0 -o 
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Freight Cars 
E. Georce & Co., New York, is inquiring for 75 50-ton ore cars. 


Tue Air Nitrate Company, New York, is inquiring for 275 
car bodies. 


G. H. Hutcuins & Co., New York, is inquiring for 2 20-ton 
freight cars. 

Tue Bartimore & Onto is inquiring for 100 steel underframes 
for caboose cars. 


J. Watkins WuiteE, New Orleans, La., is inquiring for a num- 
ber of tank cars. 


W. W. Linpsy & Co., Philadelphia, Pa., is inquiring for four 
75-ton, open top cars. 


Tue Liserty Suip Buitpinc Company, Bloomington, N. C., is 
inquiring for one transfer car. 


THE ITALIAN GOVERNMENT has ordered 10,000 freight cars from 
the American Car & Foundry Company. 


THE ANACONDA Copper MINING Company, New York, is in- 
quiring for 35 U-shaped steel dump cars. 


THe Witit1am Cramp & Sons Suip & ENGINE BuILDING Com- 
PANY. Philadelphia, Pa., is inquiring for one platform car. 


THE PENNSYLVANIA EQUIPMENT CoMPANY, Philadelphia, Pa., 
is inquiring to lease 15 dirty oil tank cars and 5 refined oil 
tank cars with a capacity of 80,000 gal., for six months, with 
option of releasing for an additional six months, and is also in 
the market for 30 to 35, 42-in. or 44-in. gage mine cars. 

Tue UNITEn STATES War DEPARTMENT has placed orders for 
freight cars through the Department of Military Railways for 
service on military railway lines abroad as follows: American 
Car & Foundry Company, 8,300; Standard Steel Car Company, 
7,060; Liberty Car & Equipment Company, 800; St. Louis Car 
Company, 400; Pressed Steel Car Company, 5,475; Pullman Com- 
pany, 4,400; Haskell & Barker Car Company, 5,950; Standard 
Car Construction Company, 100; General American Tank Car 
Corporation, 400; Cambria Steel Company, 1,100; Keith Railway 
Equipment Company, 500; Mt. Vernon Car Manufacturing Com- 
pany, 1,200; Koppel Industrial Construction & Equipment Com- 
pany, 500; Pennsylvania Tank Car Company, 660; Ralston Steel 
Car Company, 1,000; Keith Car & Manufacturing Company, 1,150; 
settendorf Company, 1,000. 


Passenger Cars 


THE PENNSYLVANIA EguipMent Company, 1420 Chestnut 
street, Philadelphia, Pa., is in the market for one second- 
hand, 50 passenger capacity, steam, gasoline-electric, or gaso- 
line propelled passenger and baggage car. 


-e eo 
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Herbert W. Drew, president of the Northern Railway 
Supply Company, Chicago, died at Washington, D. C., on 
October 14. 


John W. Greenlaw, secretary of the Greenlaw Manufactur- 
ing Company, Boston, Mass., died on October 30, of pneu- 
monia, in Malden, at the age of 81. 


E. C. Carroll, sales representative of the National Carbon 
Company, with headquarters at Chicago, has resigned to 
enter the production department of the Globe Seamless Tube 
Company at Milwaukee, Wis., effective November 1. 


A. H. Weston, who has been track engineer for the Lacka- 
wanna Steel Company, Buffalo, for the past eight years, has 
resigned to become general manager of the Key-Bolt Appli- 
ance Company, Buffalo, manufacturers of a new design of 
bolt for ship construction and track work. 


A. M. Brown, assistant manager of the compressor sales 
division of the Chicago Pneumatic Tool Company at New 
York, has been appointed district manager of sales, with 
office at Philadelphia, Pa., succeeding G. A. Barden, who will 
remain in Philadelphia as sales representative for the com- 
pany. 

The Chicago Railway Supplies Liberty Loan Committee, 
of which Charles K. Knickerbocker, vice-president of the 
Grifin Wheel Company, was chairman, secured subscriptions 
from railway supply companies amounting to $6,875,000, 
which was greatly in excess of the quota of $5,270,000 as- 
signed to the committee. 


At a meeting of directors of the Safety Car Heating & 
Lighting Company, the vacancy caused by the death of 
Robert M. Dixon, president of the company, was not filled, 
but W. L. Conwell, vice-president, was appointed executive 
officer of the company with full powers of the president. At 
a meeting of directors of the Pintsch Compressing Company, 
J. A. Dixon, vice-president, was appointed executive officer 
with full powers of the president. 


The Locomotive Pulverized Fuel Company, New York, 
has received an order from Morris & Company, Chicago, for 
equipping that company’s steam power plant at Oklahoma 
City, Okla., with a complete “Lopulco” system for crushing, 
drying, pulverizing and burning coal. Morris & Company 
expect to use native coals and to make use of Texas lignite. 
The power plant contains 7 Edgemoor boilers having a total 
of 3,100 hp., all of which are to be equipped. 


John J. Smart, vice-president and director of Rownson, 
Drew & Clydesdale, Inc., died October 23 of influenza at 
the age of 43 years. When the firm of W. J. Crouch Co., 
Inc., was founded, Mr. Smart was one of the original mem- 
bers and served as manager of the engineering division. 
When Crouch & Co., amalgamated recently with the old 
English firm of Rownson, Drew & Clydesdale, Mr. Smart 
was made head of the manufacturing division. 


The Barber-Green Company, Cleveland, Ohio, announces the 
appointment of F. E. Smith as chief engineer. Mr. Smith 
was formerly connected with the engineering department of 
the Stephens-Adamson Manufacturing Company, of the 
Granby Mining & Smelting Company, and the American Zinc 
& Chemical Company. Geo. C. Sanford, formerly connected 
with the Elevator Supplies Company and the Otis Elevator 
Company, now becomes superintendent of the Barber-Green 
Company. 


The Chicago Pneumatic Tool Company is contemplating 
the construction of a reinforced concrete plant in Detroit, 
Mich., which will be five stories in height, with a finished 
basement, and will cost between $200,000 and $250,000. The 
structure will be 180 ft. by 60 ft. The company also will 
build a 45 ft. by 150 ft. extension to the erecting department 
at its No. 2 plant at Franklin, Pa. The building will be of 
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brick and steel construction, and will cost about $30,000. Bids 
are now being received on these buildings. 


John P. Hopkins, chairman of the board of directors of the 
Independent Pneumatic Tool Company, and former mayor 
of Chicago, died in that city on Sunday, October 13. He was 
ill only a few days and death was attributed to a weak heart 
superinduced by an attack of Spanish influenza. Mr. Hopkins 
was born in Buffalo, New York, in 1858. He moved to Chicago 
in 1880 and accepted a position with the Pullman Palace Car 
Company as a machinist. Later he went into business for him- 
self as a partner in the firm of Secord & Hopkins, general 
merchandise, at Pullman, Ill. This venture proved successful 
and was the foundation for a large fortune. Mr. Hopkins was 
a national figure in politics. He served the unexpired term 
of Carter H. Harrison, Sr., as mayor of Chicago in 1893-94, 
and was several times chairman of the Democratic National 
Committee. Since the beginning of the war he has served as 
secretary of the Illinois Council of Defense. In 1905 he be- 
came interested in the Independent Pneumatic Tool Company 
and was the largest stockholder. He was one of the original 
organizers of this company and was chairman of the board 
of directors at the time of his death. 


Frank W. Furry, president of the Ohio Injector Company, 
died at his home in Chicago on October 23, after a short 
illness, at the age of 60 years. Mr. Furry was born at Wads- 
worth, Ohio, on Feb- 
ruary 25, 1858. From 
1884 to 1893 he was 
connected with the 
Ferdinand Shumacher 
Milling Company, now 
the Quaker Oats Com- 
pany, and was_ then 
until April, 1894, in 
railway service, having 
been employed on the 
Atlantic & Great West- 
ern as a telegraph oper- 
ator at Sherman, Ohio, 
and on the New York, 
Pennsylvania & Ohio 
as telegraph ‘operator 





at Akron, Ohio, and 
later as city agent of 
the Valley Railway. 
v. WW. Fons Mr. Furry moved to 


Chicago in April, 1894, 


when he organized the 
Ohio Injector Company of Illinois, with which company he 
had been actively engaged and was its president at the time 


of his death. 


Trade Publications 


CoNDENSERS, Pumps AND CooLinc Towers.—Under the name 
of “Condensers, Pumps, Cooling Towers, etc.,” the Wheeler 
Condenser & Engineering Co., Carteret, N. J., has just pub- 
lished bulletin 112-A describing its condensing machinery in 
detail. The bulletin contains 32 pages, is profusely illustrated 
and features a discussion of the choice of the kind of con- 
denser. , 


Woop Preservinc.—The Carbolineum Wood Preserving Com. 
pany, of New York, has recently issued a circular in which the 
advantages and economies derived from supplementary surface 
treatment of timber are discussed at length. The information 
is concisely presented and includes service records of structures 
treated by this method. Several photographs illustrate clearly 
the method of application while others show the condition of 
timber thus treated after years of service under various con- 
ditions. 





ExPorRTS OF MERCHANDISE from the port of New York during 
the month of August, 1918, amounted to $205,686,073. Included 
in this total were steam locomotives valued at $752,051, and steel 
rails at $610,535—Bulletin of the National City Bank of New 
York. 
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Railway Financial News 


Cuicaco & WESTERN INDIANA.—The directors have authorized 
the renewal of the $15,000,000 one year 6 per cent notes which 
fell due September 1 last, but which were not paid because of 
the lack of funds. The renewal of these notes is for one year 
from September 1, and they are upon the same interest basis as 
the original issues. In consideration of such renewal, however, 
a premium of 1% per cent will be paid at the time of renewal. 


Hocxinc VALLEY.—Kuhn, Loeb & Co. and The National City 
Company have announced that this company’s 6 per cent 
gold notes, due November 1, have been extended to Febru- 
ary 1, 1919, with the approval of Director General McAdoo. 
The agreement, under which the notes are issued, prevent- 
ing the railroad from entering upon new obligations with- 
out fully securing the old, continues in force. Director 
Generai McAdoo has agreed, it was announced, to advance 
the funds necessary to provide at maturity for any of these 
notes, but the Railroad Administration desires that all 
railroad corporations, as far as possible, shall provide for 
their own financial requirements. Noteholders are re- 
quested by the railroad company to extend their notes, so 
that the government will not be called upon for funds at 
this period, while plans are being made for permanently 
financing the company. 


NorTHERN Paciric.—The stockholders at a special- meeting voted 
unanimously to authorize the directors to conclude the con- 
tract with the government. The amount of compensation toa 
be paid the road, as certified by the Interstate Commerce Com- 
mission is $30,130,069. This amount is subject to slight modi- 
fication. 


Railway Construction 


BattimorE & On1o.—This road has awarded a contract to T. S. 
Leake & Co., Chicago, for extensions to roundhouses at Flora, 
Ill, and East St. Louis. At the former point eight 102-ft. 
stalls will be added to the present structure and at East St. 
Louis, 11 additional 100-ft. stalls will be constructed. The 
extensions will be of brick construction. The contract was 
awarded on a cost plus percentage basis. 


Boston & ALBANy.—This road has prepared tentative plans 
- for a new passenger station at Springfield, Mass. The plans 
call for building a new passenger station and office building, a 
passenger subway, a baggage and express subway, and a build- 
ing to accommodate the baggage, mail and express business sepa- 
rate from the passenger station building. There will be eight 
through and one stub end station tracks, with platforms 20 ft. 
wide, and a Bush train shed covering all tracks and platforms. 
Two all-electric interlocking plants will be provided at each end 
of the station. A new outbound freight house will also be pro- 
vided at the Liberty street local delivery yard, and the yard 
will be reconstructed to increase its capacity. The cost of the 
proposed improvements will be about $2,500,000, none of 
which is to be spent for the purchase of land. 


CANADIAN NortTHERN.—A new brick station, two stories high 
and 129 ft. long by 30 ft. wide, is being built at Rainy River, 
Ont., to cost about $30,000. The contractor is Claydon Com- 
pany, Ltd., Winnipeg, Man. 


Cuicaco, MirwauKkee & St. Pavut.—Contracts have been 
awarded to Paul Riesen & Sons, Milwaukee, Wis., for the con- 
struction of a reinforced concrete mechanical coaling plant at 
New Lisbon, Wis., to cost about $25,000, and a plant of similar 
type and cost at Watertown Junction. 


CorNWALL Raitroap.—A contract has been given to J. H. 
Greiner, Lebanon, Pa., for building a machine shop extension at 
Twenty-second and Gulford streets, Lebanon, Pa. The build- 
ing will be 25 ft. high, 60 ft. wide, and 140 ft. long of brick 
and iron construction and will cost about $25,000. 
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ILLINoIs CENTRAL.—Bids are being received for a one-story, 
40 ft. by 200-ft., freight house at Herrin, IIl., to cost about 
$25,000. A contract has been awarded to Joseph E. Nelson 
& Sons, Chicago, for the construction of a one-story, 40-ft. 
by 200-ft., passenger station, freight house and express build- 
ing at Stithton, Ky., the cost of which is estimated at $85,000. 
Joseph E. Nelson & Sons have also been awarded a contract 
for the construction of water works facilities at DuQuoin, 
Ill. The Railroad Water & Coal Handling Company, Chi- 
cago, has been awarded the contract for water work facilities 
at Bois, Ill. A contract has been given to G. A. Johnson & 
Son, Chicago, for the construction of engine pits and paving 
in a roundhouse at Jackson, Miss. 


New York CentTRAL,—A contract has been given to the Walsh 
Construction Company, Davenport, Iowa, for carrying out im-, 
provements, on the Pennsylvania division of the New York Cen- 
tral, at Avis, Pa. The work will include an extension to the car 
shop 45 ft. high, 202 ft. wide and 350 ft. long; also an extension 
to the blacksmith and machine shop 41 ft. high, 126 ft. wide and 
206 ft. long. There will also be a steel mill building with brick 
curtain walls and tile roof, on concrete foundation. The cost of 
the improvements will be about $855,000. 


PENNSYLVANIA.—The new engine house and machine shop 
at Pitcairn, Pa., now nearing completion, will cost, with the 
other improvements, about $1,500,000. The engine house is 
semi-circular and contains 34 stalls and there are three drop 
tables. This is a reinforced concrete building. The machine 
shop is 54 ft. x 120 ft., and is of steel. There are two turn- 
tables, each 110 feet in diameter, and there is a storehouse of 
reinforced concrete, measuring 50 ft. x 100 ft. There is also 
a brick office building two stories high, 40 ft. x 80 ft., also 
an ice house and an oil house combined, 38 ft. x 77 ft. This 
building is of reinforced concrete and one story high 

The Pennsy!vania Railroad has given a contract to the 
Brann & Stuart Company, Philadelphia, Pa., for building an 
extension to the engine house at Thirtieth street, West Philadel- 
phia, at a cost of about $100,000, and a contract has been given 
to the William Steele & Sons Company, Philadelphia Pa., for 
building an extension to the stalls of the engine house at Forty- 
sixth street, West Philadelphia, at a cost of about $60,000. 


PENNSYLVANIA RAILroaD, EAsTeRN Lines.—This road has re- 
ceived authorization to build a 50 pit locomotive repair shop at 
Marietta, Pa., at an estimated cost of $5,000,000. Plans for the 
work are rapidly being formulated and it is expected that the 
entire plant will be in operation in the early fall of 1919. 


PHILADELPHIA & ReEApING.—A store and oil house, one story 
high and 85 ft. long, and a master mechanic’s office, two stories 
high, 19 ft. x 38 ft. are being built at Tulip and Somerset streets, 
Philadelphia, Pa. Buildings are of concrete and brick. The con- 
tractor is Pringle Borthwick, Philadelphia; cost, about $46,000. 


St. Louis MunicipaL Brince.—The Southwestern regional di- 
rector has authorized the construction of connections between 
the municipal bridge at St. Louis, Mo., and the Merchants’ Bridge 
and Terminal Railroad at the west end, and the tracks of the 
Alton & Southern at the east end, so that in case it is later de- 
cided to do so, the bridge can be promptly put into use. 


St. Louis SouTHWESTERN.—This road will soon commence the 
construction of a one-story frame passenger station on a con- 
crete foundation, 24 ft. by 156 ft., at Malden, Mo. The building 
will be constructed by the road’s own forces; cost $6,500. 


Sr. Paut Union Depot.—The foundations of the headhouse 
of the St. Paul Union Passenger Station have been completed 
and work on the superstructure has been started. The head- 
house will be 150 ft. by 300 ft., with an adjoining waiting room, 
80 ft. by 400 ft., extending over the tracks. The total number of 
tracks which will enter the terminal will be 22. In addition, the 
project involves the construction of 12 miles of track, 500, 
cu. yd. of grading and the erection of a small engine house. The 
total cost of the terminal improvements will amount to approx!- 
mately $11,000,000. 


TERMINAL RartroaD Association oF. St. Louris.—A_ contract 
has been awarded to the Fruin-Colnen Contracting Company, 
St. Louis, Mo., for the construction of an engine terminal and 
a two-story concrete coal hopper with pits at East St. Louis, 
Ill, to cost approximately $127,000. 
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Railroad Administration 


Central Administration 


Sydney B. Congdon, who has been secretary to John 
Skelton Williams as comptroller of the currency, has been 
appointed assistant to the director of the division of finance 
and purchases, with office at Washington. 


Federal and General Managers 


The Quanah, Acme & Pacific has been placed under federal 
control and assigned to the jurisdiction of J. S. Pyeatt, fed- 
eral manager, Dallas, Texas. 


G. L. Peck, federal manager of the Pennsylvania Lines 
West of Pittsburgh, with headquarters at Pittsburgh, Pa., has 
had the Chicago Union Station included in his jurisdiction. 


A. W. Trenholm, federal manager of the Chicago, St. Paul, 
Minneapolis & Omaha, with headquarters at St. Paul, Minn., 
has had the Fairchild & Northeastern added to his jurisdic- 
tion. 


H. B. Earling, general manager of the Chicago, Milwaukee 
& St. Paul, lines west of Mobridge, S. D., with headquarters 
at Seattle, Wash., has had his jurisdiction extended over the 
Port Townsend & Puget Sound. 


E. L. Brown, general manager of the Denver & Rio Grande 
and the Denver Union Terminal, with headquarters at Den- 
ver, Colo., has had his jurisdiction extended over the Pueblo 
(Colo.) Union Depot & Railroad. 


Operating 


The Arizona & New Mexico has been released from federal 
control. 


D. F. Bunch has been appointed chief despatcher on the 
Appalachia division of the Southern Railroad, vice C. C. 
Craig, resigned. 


E. D. Hungerford, superintendent of the Chicago, Rock 
Island & Pacific, at Cedar Rapids, Iowa, has been appointed 
terminal manager of all lines at that point. 


The jurisdiction of J. L. Nichols, superintendent of the 
Baltimore & Ohio Chicago Terminal, with headquarters at 
Chicago, has been extended over the Chicago Heights Ter- 
minal Transfer. 


W. L. Robinson has been appointed supervisor of fuel 
consumption on the Baltimore & Ohio Western Lines, the 
Dayton & Union Railroad, and the Dayton Union Railroad, 
with headquarters at Cincinnati, Ohio. 


O. N. Harstad, trainmaster of the Chicago, Milwaukee & 
St. Paul, at Minneapolis, Minn., has been promoted to super- 
intendent of the Aberdeen division, with headquarters at 
Aberdeen, S. D., effective November 1. 


W. H. O’Dea has been appointed trainmaster of the Dela- 
ware, Lackawanna & Western, with office at Scranton, Pa., 
vice H. J. Mullaghy, furloughed to accept other service with 
the United States Railroad Administration. 


Joseph L. Vaughan, conductor on the Dakota division of 
the Northern Pacific, has been appointed trainmaster, with 
headquarters at Jamestown, N. D., and William W. Berry, 
conductor on the Rocky Mountain division, has been ap- 
pointed trainmaster, with headquarters at Missoula, Mont., 
vice W. C. Showalter, promoted. 


J. E. Fahy has been appointed assistant superintendent of 
transportation of the Baltimore & Ohio, western lines, with 
headquarters at Cincinnati, Ohio. T. J. Daly has been ap- 
pointed trainmaster at Newark, Ohio. L. I. Kerr has been 
appointed assistant trainmaster at Barnesville, Ohio, succeed- 
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ing W. H. Arnold, who has been promoted to trainmaster 
at Cambridge, Ohio. 


Eben D. Moon, division superintendent of the New York 
Central (west of Buffalo), with office at Hillsdale, Mich., 
has been appointed superintendent of the Michigan division, 
vice E. R. Bissell, appointed terminal manager at Cleveland, 
Ohio; J. R. Todd, assistant division superintendent, with 
office at Erie, Pa., has been appointed superintendent of the 
Lansing division, vice E. D. Moon, transferred, and J. J. 
Daley, trainmaster, with office at Wesleyville, Pa., has been 
appointed assistant superintendent of the Erie division, vice 
J. R. Todd, promoted. 


Abner Leake Kuykendall, whose appointment as superin- 
tendent of terminals of the Southern Pacific at Houston, 
Texas, was announced in the Railway Age of October 18, was 
born at Grand View, Johnson county, Texas on March 20, 
1876. He received a high school education and began railway 
work in 1894 as an express messenger for Wells Fargo & 
Co. on the Gulf, Colorado & Santa Fe. Subsequently he was 
employed in various capacities on the same road, including 
clerk, warehouse foreman, switchman and night yardmaster. 
He then went to the Southern Pacific, and has filled suc- 
cessively the positions of warehouse foreman, night yard- 
master, general yardmaster, and assistant superintendent of 
transportation at Jacksonville, Texas. Recently, as noted 
above, he was promoted to superintendent of terminals at 
Houston. 


Financial, Legal and Accounting 


Maury Middleton, acting local federal treasurer of the 
Southern Railroad, has been appointed also local federal treasurer 
of the Piedmont & Northern, with headquarters at Wash- 
ington, D. C. 


H. H. Field, general solicitor of the Chicago, Milwaukee & 
St. Paul, the Escanaba & Lake Superior and the Ontonagon 
Railroad, with headquarters at Chicago, has had his juris- 
diction extended to include the Port Townsend & Puget 
Sound. 


E. F. Parham, federal treasurer of the Southern Railroad 
and other roads under the jurisdiction of E. H. Coapman, 
federal manager, has been appointed federal treasurer also 
of the Piedmont & Northern, with headquarters at Wash- 
ington, D. C. 


The jurisdictions of H. D. Sheean, general solicitor of the 
Baltimore & Ohio Chicago Terminal; F. B. Huntington, fed- 
eral auditor, and H. H. Hall, acting federal treasurer, all with 
headquarters at Chicago, have been extended over the Chi- 
cago Heights Terminal Transfer. 


G. J. Bunting, federal auditor of the Chicago, Milwaukee 
& St. Paul and the Escanaba & Lake Superior, with head- 
quarters at Chicago, has had his jurisdiction extended to 
include the Port Townsend & Puget Sound. A. G. Loomis, 
federal treasurer of the former roads, with office at Chicago, 
has been appointed also acting federal treasurer of the Port 
Townsend & Puget Sound. 


The authority of H. B. Dike, general solicitor of the Min- 
neapolis, St. Paul & Sault Ste. Marie, with headquarters at 
Minneapolis, Minn., has been extended over the Lake Su- 
perior Terminal & Transfer Railroad. T. B. Thompson has 
been appointed federal auditor, of the latter road, with head- 
quarters at Duluth, Minn., and H. N. Paist has been appointed 
acting federal treasurer, with office at Minneapolis. 


Traffic 


J. R. Veitch, assistant general freight agent of the Chicago, 
Milwaukee & St. Paul, with headquarters at Seattle, Wash., 
has been appointed general freight and passenger agent of 
the Port Townsend & Puget Sound, with the same head- 
quarters. 


P. F. Finnegan, assistant, Division of Traffic, United 
States Railroad Administration, with headquarters at Wash- 
ington, D. C., and formerly general freight agent of the 
Baltimore & Ohio at Chicago, has been appointed freight 
traffic manager of the western lines of that road, with head- 
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quarters at Cincinnati, Ohio, succeeding C. L. Thomas, de- 
ceased. Mr. Finnegan also becomes chairman of the Cin- 
cinnati district freight traffic committee in place of Mr. 
Thomas. 


T. P. Chambers, general agent of the freight department of 
the Atchison, Topeka & Santa Fe, at Los Angeles, Cal., has 
been appointed division freight agent at that point. E. W. 
McGee, general agent of the passenger department at Los 
Angeles, has been appointed division passenger agent at the 
same place. N. W. Hall, general agent of the freight depart- 
ment, and J. B. Duffy, general agent of the passenger depart- 
ment, at San Francisco, Cal., have been appointed division 
freight agent and division passenger agent, respectively, with 
the same headquarters. L. McPhetridge has been appointed 
division freight and passenger agent at Fresno, Cal. W. R. 
Dowler, general agent at San Bernardino, Cal., has been 
appointed division freight and passenger agent at that point. 
S. C. Payson, general agent at San Diego, Cal., has been ap- 
pointed division freight and passenger agent at that place. 


Engineering and Rolling Stock 


W. S. Shaw, Jr., has been appointed division engineer of 
the Michigan Central, with headquarters at St. Thomas, Ont., 
succeeding J. E. Johnson. 


E. L. Collette, assistant engineer of the St. Louis-San 
Francisco, at Springfield, Mo., has been appointed district 
engineer at that place, succeeding P. J. Neff. 


G. O. Hammond, general mechanical superintendent of the 
New York, New Haven & Hartford, with office at New 
Haven, Conn., has resigned, effective November 1. 


E. A. Whitman, chief engineer of the Minneapolis, St. 
Paul & Sault Ste. Marie, with headquarters at Minneapolis, 
Minn., has had his authority extended over the Lake Superior 
Terminal & Transfer Railroad. 


C. F. Loweth, chief engineer of the Chicago, Milwaukee & 
‘St. Paul, the Escanaba & Lake Superior and the Ontonagon 
Railroad, with headquarters at Chicago, has had his jurisdic- 
tion extended to include the Port Townsend & Puget Sound. 


The authority of E. G. Lane, chief engineer of the Balti- 
more & Ohio, western lines, and the Baltimore & Ohio Chi- 
cago Terminal, with headquarters at Cincinnati, Ohio, has 
been extended over the Chicago Heights Terminal Transfer. 


B. J. Farr, master mechanic of the Grand Trunk (Western 
Lines), at Battle Creek, Mich., has been appointed superin- 
tendent of motive power and car department of the Western 
Lines, with headquarters at Detroit, Mich., succeeding W. H. 
Sample, who has gone to the Grand Trunk in Canada. 


C. P. Richardson, assistant engineer of track elevation of 
the Chicago, Rock Island & Pacific, with headquarters at 
Chicago, resigned, effective October 19, to take a position as cost 
engineer on the Davenport project of the United States 
Housing Corporation, with headquarters at Davenport, Iowa. 


The jurisdiction of T. A. Foque, general mechanical super- 
intendent, and of P. Swenson, superintendent of bridges and 
buildings of the Minneapolis, St. Paul & Sault Ste. Marie, 
has been extended over the Duluth, South Shore & Atlantic 
and the Mineral Range, both with headquarters at Minneapolis, 
Minn. 


Purchasing 


E. T. Stone, purchasing agent of the Minneapolis, St. Paul 
& Sault Ste. Marie, with office at Minneapolis, Minn., has had 
the Lake Superior Terminal & Transfer Railroad included 
in his jurisdiction. 


The jurisdiction of W. S. Galloway, purchasing agent of 
the Baltimore & Ohio system, with headquarters at Balti- 
more, Md., has been extended to include the Chicago Heights 
Terminal Transfer. 


O. H. Wood, assistant purchasing agent of the Great 
Northern, at Seattle, Wash., has been appointed purchasing 
agent of the Pacific Coast Railroad, with the same headquarters, 
succeeding G. W. Saul. 


W. A. Linn, purchasing agent of the Chicago, Milwaukee 
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& St. Paul, the Escanaba & Lake Superior and the Ontona- 
gon Railroad, with headquarters at Chicago, has had his 
jurisdiction extended to include the Port Townsend & Puget 
Sound. 


Lyle Miller has been appointed divisien storekeeper of the 
Atchison, Topeka & Santa Fe at Riverbank, Cal.; G. W. Rig- 
gins has been appointed to that position at Gallup, N. M.; 
A. J. Dodge has been appointed division storekeeper at 
Dodge City, Kan., and N. O. Sharpe has been appointed 
storekeeper for the eastern division, with office at Emporia, 
Kan. 


Corporate 


Executive, Financial, Legal and Accounting 


C. I. Millard has been elected vice-president of the Norfolk 
Southern, with headquarters at Norfolk, Va. 


James McNeill has been appointed secretary and treasurer 
of the Detroit & Mackinac, with office at New York. 


W. R. Grim has been elected vice-president of the Louisi- 
ana & Arkansas, with headquarters at Texarkana, Texas. 


J. E. Gordon has been appointed controller and secretary 
of the Gulf & Ship Island, with office at Gulfport, Miss. 


Henry J. Hart, general solicitor of the Bangor & Aroos- 
took, has been elected vice-president and general counsel, with 
headquarters at Bangor, Me. 


F, J. Fell, Jr., general accountant of the Pennsylvania, has 
been appointed auditor of the Cumberland Valley, with head- 
quarters at Philadelphia, Pa. 


W. C. Carrick has been appointed auditor of the Richmond, 
Fredericksburg & Potomac and the Washington Southern, 
with headquarters at Richmond, Va. 


George Hodge, assistant to general manager of the 
Canadian Pacific, Eastern Lines, with office at Montreal, 
Que., has been appointed assistant to the vice-president. 


H. A. Elliott has been appointed general attorney of the 
Arizona & Eastern, and W. M. Shirk has been appointed 
assistant treasurer, both with headquarters at Clifton, Ariz. 


W. R. Cole, chairman of the board of the Nashville, Chat- 
tanooga & St. Louis, with headquarters at Nashville, Tenn., 
has been elected also president to succeed J. Howe Peyton, 
deceased. 


C. E. Stockdill, assistant to the vice-president and general 
manager of the Canadian Pacific, with headquarters at Win- 
nipeg, Man., has been appointed assistant to the vice-presi- 
dent of the western lines, with the same headquarters. 


C. C. Huitt has been appointed assistant to the president 
of the Missouri Pacific, with headquarters at New York, 
N. Y. E. H. Lycett, general accountant, has been appointed 
assistant secretary and assistant treasurer, with office at 
St. Louis, Mo. 


R. Rosa, assistant secretary and assistant treasurer of the 
Nevada-California-Oregon Railway, with office at New York, 
has been elected treasurer, vice R. M. Cox, resigned, and 
O. R. Belcher, superintendent at Alturas, Cal., has been 
elected assistant treasurer, succeeding Mr. Rosa. 


The following new corporate officers have been chosen on 
the Charleston & Western Carolina: George B. Elliott, chair- 
man, executive committee, New York; R. D. Cronly, secre- 
tary and assistant treasurer, Wilmington, N. C.; J. J. Nelli- 
gan, treasurer, Baltimore, Md., and J. E. Shannon, auditor, 
Wilmington, N. C. 


E. H. Boles, general attorney of the Lehigh Valley, has 
been appointed general counsel, with headquarters at New 
York. D.G. Baird, secretary, also has been appointed treas- 
urer, with office at Philadelphia, Pa. J. W. Robbins, assistant 
secretary, also has been made assistant treasurer, with office 
at Philadelphia. H. R. German has been appointed assistant 


secretary, with office at New York. A. F. Bayfield has been 
appointed auditor, with headquarters at Philadelphia. 
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November 1, 1918 


H. E. Bissell, right of way and claims agent of the Grand 
Trunk Pacific, with office at Winnipeg, Man., has been ap- 
pointed land and tax agent. The claims departmet is now in 
charge of H. H. Hansard, solicitor, to whom all correspond- 
ence pertaining to claims on account of injuries to persons or 
livestock should be addressed. . 


Frank A. Greene, assistant superintendent of insurance 
and safety of the Pennsylvania Railroad, under the United 
States Railroad Administration, since June, 1918, and previ- 
ous to that time assistant superintendent of the insurance 
department, has been appointed insurance agent of the Penn- 
sylvania Railroad for the corporation. 


J. D. Farrell, vice-president of the Union Pacific system, 
has also been elected first vice-president of the Los Angeles 
& Salt Lake, with headquarters at Portland, Ore. C. P. 
Smith has been elected secretary, with office at Los Angeles, 
Cal. F. C. Loofbourow has been appointed assistant secre- 
tary, with headquarters at Salt Lake City, Utah; W. J. Doran 
has been appointed treasurer, and J. M. Evans has been 
appointed auditor, both with headquarters at Los Angeles. 


W. L. Ross has been chosen president and receiver of the 
Toledo, St. Louis & Western and president of the Toledo 
Terminal, with headquarters at Toledo, Ohio. James Steuart 
Mackie has been appointed agent for receiver and acting 
secretary, with headquarters at New York. Bryan Thomas 
has been appointed secretary of the Toledo Terminal Rail- 
road, and W. C. Carr has been appointed treasurer, both with 
headquarters at Toledo. 


‘Anthony D. MacTier, general manager of the Eastern 
lines of the Canadian Pacific, at Montreal, Que., has been 
elected vice-president, with headquarters at Montreal. He 
was born in December, 
1867, at Blairgowrie, 
Scotland, and was edu- 
cated in Sedbergh, 
Yorkshire, England. In 
May, 1887, he began 
railway work with the 
Canadian Pacific as a 
stenographer and 
served in the office of 
the general baggage 
agent and the general 
superintendent until 
1889. He was then for 
two years assistant to 
the superintendent of 
sleeping and dining 
cars, and from 1891 to 
May, 1896, served in 
the car service, stores 
and fuel departments. 
He was appointed gen- 
eral baggage agent in 
1896, and from 1899 to 1907 served as general fuel agent. He 
was then appointed assistant to the vice-president, remaining 
in that position until December, 1912, when he was appointed 
general manager, Eastern lines, and now becomes vice-presi- 
dent of the same road as above noted. Mr. MacTier’s entire 
railway service has been with the Canadian Pacific. 





A. D. MacTier 


C. E. Perkins, president of the Chicago, Burlington & 
Quincy, with headquarters at Chicago, has also been elected 
president of the Ft. Worth & Denver City, the Ft. Worth 
& Denver Terminal, the Wichita Valley, the Wichita Falls 
& Oklahoma, the Wichita Valley, the Stamford & North- 
western and the Abilene & Northern. S. Kesler has been 
elected secretary and treasurer of the seven latter companies, 
with headquarters at Ft. Worth, Texas, and D. B. Keeler, 
vice-president of those companies, has also been elected 
controller. 


R: D. Cronly has been appointed assistant to general 
counsel, assistant secretary and assistant treasurer of the 
Atlantic Coast Line, with headquarters at Wilmington, N. C. 
J. F. Post, Jr., has been appointed assistant secretary, with 
office at Wilmington. J. J. Nelligan has been appointed 
treasurer, and J. B. Kirby has been appointed assistant treas- 
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urer, both with headquarters at Baltimore, Md. S. B. Woods 
has been appointed assistant to general counsel, and J. E. 
Shannon has been appointed auditor, both with headquarters 
at Wilmington. 


J. T. Mahaney, auditor of the Wichita Falls & North- 
western, has had his jurisdiction extended over the Missouri, 
Kansas & Texas and the Missouri, Kansas & Texas of Texas, 
with headquarters at St. Louis, Mo. E. W. Peabody, statis- 
tician of the Missouri, Kansas & Texas, has been appointed 
treasurer of that company, including the M. K. & T. of Texas, 
and the Wichita Falls & Northwestern, with office at St. 
Louis. A. C. Rearick, general counsel of the Chesapeake & 
Ohio, has been appointed counsel for the Missouri, Kansas 
& Texas, with office at New York. 


D’Alton C. Coleman, whose election as vice-president of 
the western lines of the Canadian Pacific, with headquarters 
at Winnipeg, Man., was announced in the Railway Age of 
October 25, was born 
at Carleton Place, Ont., 
on July 9, 1879. He be- 
gan railway work in 
November, 1899, as a 
clerk in the assistant 
engineer’s office of the 
Canadian Pacific at Ft. 
William, Ont., and sub- 
sequently was  em- 
ployed as a clerk in the 
office of the superin- 
tendent at Ft. William, 
Ont., and of the gen- 
eral superintendent at 
Winnipeg, Man., until 
January, 1902, when he 
became chief clerk in 
the superintendent’s of- 
fice at Cranbrook, B. C. 
He was then  succes- 
sively chief clerk in the 
general superintend- 
ent’s office at North Bay, Ont., and Winnipeg, Man.,; and 
chief clerk to the assistant general manager at the lat- 
ter place. On June 1, 1907, he was appointed super- 
intendent of the Third district, Pacific division, at Nelson, 
B. C., and on December 1, 1908, he became superintendent 
of car service of the western lines at Winnipeg. On April 1, 
1912, Mr. Coleman was promoted to general superintendent 
of the Manitoba division at Winnipeg, and in July of the 
following year he was made general superintendent of the 
Alberta division at Calgary, Alta. In January, 1915, he was 
appointed general manager of the western lines, in charge 
of maintenance and operation, with headquarters at Winni- 
peg, which position he held until his recent promotion to 
vice-president, as noted above. 





D. C. Coleman 


Operating 


The St. Louis & O’Fallon, which was under the jurisdiction 
of A. S. Johnson, terminal manager, St. Louis, Mo., has been 
released from federal control, effective October 16. 


S. H. McCartney, secretary and auditor of the Nevada- 
California-Oregon Railway, with office at Alturas, Cal., has 
been elected general manager, vice R. M. Cox, resigned. 


W. H. Sample, superintendent of motive power of the 
Grand Trunk Western Lines, at Detroit, Mich., has resigned 
and has been appointed general superintendent, motive power 
and car departments, of the Grand Trunk system (in Canada), 
with headquarters at Montreal, Que. A portrait of Mr. 
Sample and a sketch of his railway career were published in 
the Railway Age of September 28, 1917, page 586. 


Alfred Price, assistant general manager of the Canadian 
Pacific, Eastern Lines, at Montreal, Que., has been appointed 
general manager, Eastern Lines, with office at Montreal. 
J. T. Arundel, general superintendent of the Ontario district, 
with office at Toronto, Ont., having retired from the service, 
Allan Purvis, general superintendent of the Quebec district, 
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with office at Montreal, Que., has been appointed general 
superintendent of the Ontario district, and J. M. Woodman, 
superintendent at Montreal, has been appointed general 
superintendent of the Quebec district, in place of Mr. Purvis. 


Engineering and Rolling Stock 


George W. Hand, valuation engineer of the Chicago & 
North Western and the Chicago, St. Paul, Minneapolis & 
Omaha, with headquarters at Chicago, has been appointed 
corporate engineer of 
those companies, with 
the same headquarters, 
effective November 1. 
Mr. Hand was born at 
Huntertown, Ind., in 
1882, and was educated 
at Purdue University. 
In March, 1903, he en- 
tered railway service 
with the Chicago & 
North Western as a 
tapeman and has been 
with that .road ever 
since. During his first 
four years of railroad 
experience he was em- 
ployed as  tapeman, 
rodman, and instrument 
man on location work, 
construction work and 
surveys. From 1907, to 
1910 he was assistant 
engineer on track elevation work, following which he was 
transferred to the chief engineer’s office and assigned to 
special duties, which included making specific investigations, 
studying standards and carrying on state valuation work. 
When the federal valuation law was passed, he was assigned 
exclusively to valuation work and was subsequently appointed 
valuation engineer and a member of the valuation committee 
of the North Western and valuation engineer of the Omaha. 
He has continued in these capacities up to the time of his 
recent appointment as corporate engineer of both companies. 


Daniel Joseph Brumley, valuation engineer of the Illinois 
Central, with headquarters at Chicago, who has been ap- 
pointed chief engineer to look after the interests of the 
corporation, with head- 
quarters at Chicago, as 
has already been an- 
nounced in these col- 





G. W. Hand 


umns, was born near 
Belmore, Ohio, on 
March 19, 1865. He 


was educated in the 
civil engineering school 
at Ohio State Uni- 
versity, graduating in 
1895. In June of that 
year he began railway 
work as assistant sec- 
tion foreman on the 
Louisville & Nashville 
at Evansville, Ind. Dur- 
ing the latter part of 
1896 he became assist- 
ant engineer for the 
Columbus & Hocking 
Coal & Iron Company 
at Straitsville, Ohio. 
The following two years he was successively assistant super- 
visor on the Louisville & Nashville at Belleville, Ill.; section 
foreman at Evansville, Ind.; rodman at Louisville, Ky., and 
assistant engineer at Clarksville, Tenn. In December, 1898, 
he was transferred to the chief engineer’s office at Louis- 
ville, Ky. In September, 1901, he left the Louisville & Nash- 
ville to go to the Mexican National as roadmaster at 
Laredo, Texas, but returned to the former road one month 
later as roadmaster at Elizabethtown, Ky., where he remained 
until October, 1904, when he was appointed division engineer 





D. J. Brumley 
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of the Indianapolis Southern at Indianapolis, Ind. In March. 
1905, he became principal assistant engineer of the Illinois 
Central, the Yazoo & Mississippi Valley and the Indianapolis 
Southern, with office at Chicago. Mr. Brumley was engineer 
of construction of the two former roads from June, 1910, to 
April, 1913, when he was appointed engineer maintenance 
of way. In November, 1913, he was promoted to assistant 
chief engineer, with headquarters at Chicago, and in April, 
1914, he became valuation engineer, which position he held 
until his appointment as chief engineer of the corporation, 
as mentioned above. 


William McNab, valuation engineer of the Grand Trunk. 
at Montreal, Que., has been appointed chairman of the valu- 
ation committee, vice H. R. Safford, who has gone to Chicago 
to take a position in the Central Western region of the United 
States Railroad Administration. A. Crumpton, assistant 
valuation engineer, at Montreal, Que., has been appointed 
valuation engineer, both with headquarters at Montreal. 


Traffic 


Frank E. Emery has been appointed general agent of the 
Arkansas & Louisiana Midland, at St. Louis, Mo. 


B. F. Seggerson has been appointed traffic manager of the 
New Mexico Central, with headquarters at Santa Fe, N. M., 
to succeed C. A. Richardson, assigned to other duties. 


Railway Officers in Military Service 


Captain L. M. Pill, formerly valuation engineer on the 
Mobile & Ohio, with headquarters at Mobile, Ala., has been 
commissioned a major on the general staff of the American 
Expeditionary Forces in France. 


W. J. Wilson, superintendent of the Washington Terminal 
Company, Washington, D. C., has been commissioned a 
major in the United States Corps of Engineers and expects 
to leave the country in the near future for service in con- 
nection with the military railways abroad. 


Obituary 


George A. Stockburger, trainmaster on the New York 
Central, with office at Albany, N. Y., died at his home in 
Albany on October 23, at the age of 45. 


Chester P. Siems, chairman of the Siems-Carey Railway 
and Canal Company, died on October 23 at his home in New 
York City at the age of 33. In 1907 he entered the engineer- 
ing department of the Spokane, Portland & Seattle, and in 
the fall of 1908, left the railroad company and joined his 
father in forming the firm of Siems & Co., which carried 
out some large contracts on the Great Northern and the 
Northern Pacific. 


John C, Nelson, engineer of maintenance of way of the 
Seaboard Air Line, who died at Norfolk, Va., on October 6, 
as noted in our issue of October 18, was born at Belton, 
Texas, on November 3, 1862. He began railway work as a 
rodman with an engineering corps on the Richmond & Meck- 
lenburg in July, 1882. From February to April, 1883, he was 
levelman on the Richmond & Danville, and from the latter 
date to February, 1884, was resident engineer on the Rich- 
mond & Mecklenburg. He then became assistant engineer 
on the Cincinnati, New Orleans & Texas Pacific, where he 
remained until March, 1891. The following three months 
he was resident engineer on the Louisville Southern, return- 
ing in May, 1891, to the Cincinnati, New Orleans & Texas 
Pacific as assistant engineer. In July of that year, Mr. Nelson 
Was appointed engineer maintenance of way of the Cin- 
cinnati division of the Cleveland, Cincinnati, Chicago & St. 
Louis at Springfield, Ohio, and in September, 1899, he be- 
came division engineer of the Eastern division of the New 
York Central & Hudson River at New York City. He re- 
turned again to the Cincinnati, New Orleans & Texas Pacific 
in 1902 as roadmaster, and in 1907 he went to the Seaboard 
Air line as engineer maintenance.of way, which position he 
held at the time of his death. Mr. Nelson was a charter mem- 
ber of the American Railway Engineering Association. 


























